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Railway Subsidy Refused 


A T his meeting with the representatives of the National 

Union of Railwaymen last Monday, Mr. John Boyd- 
Carpenter, Minister of Transport & Civil Aviation, who 
had previously attended a meeting of the Cabinet, made 
it quite clear that the Government could not consider any- 
thing in the nature of a subsidy for British Railways. This 
was undoubtedly the proper course. The Minister recog- 
nised that the suggestion of the N.U.R. that the £124,000,000 
“profit” made by the Government from the railways 
during the last war should be repaid was merely a request 
for a subsidy in disguise. His view that this “ profit- 
taking” was little more than a book-keeping transaction 
supports the impression that the claim of the union for 
repayment was divorced from reality. As we went to 
press, no reactions to the Minister’s statement had been 
heard. The three things needed to put British Railways 
on their feet were specified in his reply to the union: 
modernisation of equipment, greater flexibility in charging, 
and “ redeployment of labour.” Mr. Boyd-Carpenter has 
said this before, and the Government is believed to be 
prepared to help the British Transport Commission to 
modernise its plant in the forthcoming capital development 
scheme, and, in the Act of 1953, has increased the railways’ 
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freedom in charging. The economies to be determined 
from redeployment of labour are largely a matter of co- 
operation by the unions. The union leaders, most of whom 
realise this quite well, must carry the rank-and-file with 
them. The Minister is to consult his colleagues in the 
Government on the points put forward at his meeting with 
the unions. This seems to have left the impression with 
the union leaders that some form of interim relief to the 
Commission is contemplated. The N.U.R. has been urged 
by Mr. Boyd-Carpenter to take the constitutional course of 
re-opening talks with the Commission. Little is likely to 
happen until the Minister’s formal reply reaches the N.U.R. 
The best that can be hoped for is simply the lodging of 
yet another wage claim. Meanwhile it is some relief that 
railwaymen in the. Manchester district have postponed 
strike action until early in the new year, and another Christ- 
mas strike threat, which would bring both railwaymen and 
the railways into disrepute, will be avoided. 


Mr. A. Endicott 


HE retirement of Mr. A. Endicott, M.B.E., F.R.LCS., 
Chief Estate & Rating Surveyor of the British Trans- 
port Commission (Railways) brings to a close a phase in 
a career which has extended over 50 years, of which nearly 
the last two decades have been passed in the service of 
British Railways. Elsewhere in this issue we publish a 
portrait and a summary of the principal features of his 
career, the success of which largely has been due not only 
to expert knowledge, but to the charm of manner with 
which he is always ready to place it at the disposal of his 
colleagues. This was never better exemplified than by the 
painstaking way in which he gave freely of his knowledge 
and experience whenever questions relating to his particu- 
lar field arose at meetings of the Council of the Transporta- 
tion Club, of which Council he isa Member. He has been 
a Member of Council of the Royal Institution of Chartered 
Surveyors since 1943 as representing all surveyors in the 
service of statutory undertakings, and was a Vice-President 
of that Institution for the year 1950-51. Mr. Endicott’s 
other activities have been as a member of Lord Ridley’s 
Committee on Rent Control, established in 1943, and, sub- 
sequently, as a member of the Gardiner Committee on the 
Organisation and remuneration of the works group of all 
professional civil servants in Government service. 


U.IL.C. Paris Meetings 


T HE International Union of Railways (U.LC.), reflecting 

the view of the Governments of Western Europe, 
has as its principal aim the improvement of international 
traffic facilities, and is recognised as the body qualified to 
put forward the point of view of European railways as a 
whole and to interpret their policies. A short account of 
the meetings of the U.I.C. Board of Management and 
General Assembly, held in Paris last week, is given on 
another page. A notable feature was the accession 
to permanent committee membership, of the railway 
administration of the German Democratic Republic 
(Eastern Germany). The British delegation, headed by 
Mr. David Blee, Chief of Commercial Services, British 
Transport Commission, who was deputising for Mr. F. A. 
Pope, Member of the B.T.C. and Vice-President of the 
International Union of Railways, included two chairmen 
of U.I.C. committees, and played an important part in the 
several activities. 


Steel“for Railway Vehicle Exports 


R AILWAY rolling stock exported from this country was 

responsible for taking abroad 150,000 tons of finished 
steel in 1954, half as much again as in 1948. This makes 
the industry the fifth in order of importance as an indirect 
exporter of steel. The Monthly Statistical Bulletin of the 
British Iron & Steel Federation for November, in making 
these calculations, estimates the value per ton of finished 
steel in rolling stock exports as £280, against a weighted 
average for all exporting industries of £400 per ton. The 
total valué of all railway vehicles exported in 1954 is esti- 
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mated as £47,000,000, compared with £42,000,000 in 1953. 
It must be emphasised that many of these figures are based 
on incomplete returns, but it is evident that manufacturers 
of railway equipment, taken as a group, have maintained 
their place in the export market. Over 10 per cent of the 
steel consumed by the railway rolling stock industry is 
absorbed by production for export. No separate figures 
are given for locomotives, which must have contributed 
greatly to the expansion in trade, as, in the virtual absence 
of a home market for these products, almost all loco- 
motives manufactured in this country are destined for 
overseas railways. 


Indian Orders for Britain 


RITISH manufacturers have been offered contracts by 
the Foreign Operations Administration in Washing- 
ton to supply locomotives and wagons for India. An order 
for 25 “WG” class locomotives has gone to the North 
British Locomotive Co., Ltd., as forecast in our November 
5. issue. The United States will build 50 and Japan 25 
of these locomotives to complete the total of 100 which 
India is to receive through the F.O.A. It is encouraging 
that the British railway industry, after being excluded from 
a share in recent large contracts for India, is again 
competing successfully in a market of which it has been 
a leading supplier for a century. A _ contract for 
2,000 wagon bodies has been offered to the Metropolitan- 
Cammell Carriage & Wagon Co. Ltd., with a proviso that 
the number shall be increased by the F.O.A. if sufficient 
funds are available. Reports from Washington state that 
the United States will supply 3,300 wagons and that Austria, 
Japan, and Italy will share with the United Kingdom orders 
for the remaining 5,500. 


Railway and Private Manufacture 


T HE old argument between British railways and private 

enterprise—railway production of equipment against 
the world-wide practice of using private builders—has been 
revived. In our December 3 issue, Mr. D. Wilson wrote 
that this practice should be extended to cover the pro- 
posed B.T.C. rehabilitation scheme to help manufacturers 
concentrate on export orders. Mr. J. F. Alcock, President 
of the Locomotive Manufacturers’ Association of Great 
Britain, writing on behalf of traction equipment producers 
(our December 10 issue), thinks otherwise. He states that 
the present policy weakens the selling position of proposed 
exports; non-use on the home market appears to suggest 
intrinsic faults; manufacturers are thereby unable to quote 
British operating records. Practical difficulties are against 
Mr. Wilson’s views: the unwisdom of disregarding a vast 
fund of particular technical knowledge and experience 
built up by private manufacturers, and doubt of B.T.C. 
capacity for undertaking work on the necessary scale. 
That the position may change might be inferred from a 
phrase used by Sir Brian Robertson, Chairman of the 
Commission, at last year’s annual luncheon of the Institu- 
tion of Locomotive Engineers. He expressed appreciation 
of British locomotive exports and said that the B.T.C. 
would show its appreciation “when it could.” The 
impending scheme will provide an admirable opportunity 
to effect some sharing of the burden. 


Slow Progress in Road Haulage Sales 


JR ATHER less than one-third of the total number of 

lorries to be released by the British Transport Com- 
mission under the Transport Act, 1953, have now been 
sold. The Road Haulage Disposal Board announces in 
its third report, covering the six months to November 28, 
1954, that 10,105 vehicles have been sold out of 18,347 
offered. The total number of vehicles to be offered for 
sale is 32,500. The latest figures are more encouraging 
than those of the earlier reports. By offering 10,000 
vehicles more than once and breaking down large units to 
small—very small units have evoked the greatest response 
—some 65 per cent of the vehicles offered have attracted 
acceptable tenders. Units with premises have been pruned 
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drastically and the larger units which are likely to follow, 
many with premises, may prove difficult to sell. The 
statutory restriction on long-distance road haulage lapses 
at the end of the year, and the value represented by the 
automatic unrestricted “A” licences which went with 
earlier sales will be lost. Sales under the company pro- 
cedure may speed disposal, but it seems likely that a 
substantial number of vehicles may have to be re-absorbed 
into the framework of the nationalised transport organisa- 
tion. 


Specifications for Railway Materials 


T HE number of material specifications for any railway 

should be kept as few as possible, and a new series 
has been formulated by British Railways with this object 
in view. Discussing materials used by British Railways in 
a recent paper delivered before the Institution of Locomo- 
tive Engineers, Mr. A. Turner, Materials Inspecting 
Officer, British Transport Commission, said that with the 
adoption of standard specifications for British Railways 
materials, the question of rationalising non-ferrous metals 
was considered, and it was found that 37 different copper- 
based alloys and 13 different white-metal alloys were in 
use in the different Regions, and it had been possible to 
reduce the number of cast bronzes and brasses from 37 to 
five, of which three have a wide application. One problem 
associated with the development of all-steel carriages and 
mineral wagons is corrosion; Mr. Turner thinks the most 
probable development on British Railways will be the 
increased use of light alloys or low alloy steels; their higher 
cost will be offset by savings because of their corrosion 
resistance qualities and the reduction of vehicle tare 
weights. 


A Pre-stressed Concrete 60-ft. Through Span 


TRAFFIC considerations have necessitated the widening 
of the London Midland Region double-track line 
between Nottingham and Mansfield in the vicinity of Rad- 
ford, Nottingham. Consequently, the engineers had to pro- 
vide a new bridge over the River Leen to carry a third 
read. The widening took the form of an up loop, but as it 
was most convenient for the old double-line bridge to carry 
the up main and up loop lines, the down main was slewed 
to use the new single-line bridge. Because the third road 
was urgently required and deliveries of steel plate were 
uncertain, it was decided to construct the new 60-ft. span in 
pre-stressed concrete. To retain the original rail level, the 
new span like the old, alongside which it was erected, had 
to be of the through type. The design of the new bridge, 
which is on a considerable skew, and the method of its 
construction are described in an article on another page. 
It is noteworthy that the main-girder pre-stressing was with 
only one curved and two straight Magnel-Blaton cables on 
each side, these cables having 32 and 40 0-276-in. wires 
respectively. The 10-in. flooring has 61 Freyssinet trans- 
verse cables spaced about | ft. apart, each containing 
twelve 0:20-in. wires. An unusual feature of the new bridge 
is the four massive concrete steps and the concrete side- 
walks on the top flanges in keeping with the old bridge. 


Rail Wear in German Tunnels 


THE German Federal Railway has been investigating 

the problem of rail deterioration in tunnels traversed 
by steam locomotives. Where traffic is at all heavy the 
wear on the rail head, as a result of chemical action, is 
considered to be from four to five times as great as on 
open sections carrying comparable traffic; the other parts 
of the rails suffer much deterioration. In the Schliichtern 
tunnel in Hesse, and the Cochem tunnel in the Moselle 
area, wear on the rail head amounted to 8 to 10 mm. (5/16 
to 25/64 in.) in four years, compared with less than 2 mm. 
(5/64 in.) on open sections nearby. A report from Italy 
mentioned a case near Genoa where rail head loss came 
to as much as 18 mm. (45/64 in.) in five years with steam 
traction, probably aided by the salt in the sea air. After 
electrification the figure was only 2°6 mm. (about 3/32 in.) 
in 15 years. In an endeavour to counter the formation of 
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rust and other destructive effects the German railways 
have tried painting the rails, except the running surface, 
and the bolts and attachments with red lead and tar, or 
using zinc coatings. Heavier rails, weighing up to about 
128 lb. per yd. and having a tensile figure over one-third 
greater than the usual are being put in. 


Failure of Vacuum Cylinder Assembly 


THE derailment of a passenger train travelling between 

Ditton and Speke Junctions on January 27, 1954, 
fortunately unattended by serious consequences to passen- 
gers or trainmen, was inquired into by Colonel W. P. Reed. 
A summary of his report appears in this issue. A pair 
of wheels, detached from a freight train running in the 
opposite direction, was foul of the line and this failure itself 
had been originated by another, the dropping of a vacuum 
cylinder assembly on another wagon, caused by a flaw 
springing from faulty machining of a trunnion. The 
vacuum brake was not functioning on this particular 
wagon but was on the first 11 wagons oi the train. No 
signalman or trainman was in any way to blame and all 
concerned acted with commendable promptitude after the 
accident. The evidence and facts speak for themselves 
and the failure can only be attributed, says Colonel Reed, 
to “incorrect machining of a non-standard type of trun- 
nion...” This led to the flaw which “ could not have been 
seen during normal running examinations of the vehicle.” 
The position had been realised for some time, as a result 
of some similar failures, and steps had been taken to 
eliminate as rapidly as possible all sources of weakness in 
such items of brake equipment. 


Reactions to B.T.C. Reorganisation Scheme 


T HE reorganisation from January 1 of the structure of 

the British Transport Commission headquarters, 
which we briefly described and commented on last week, 
has evoked very little comment in the daily Press, which in 
so far as it has taken cognisance of the matter at all, has 
mainly confined itself to outlines of the organisational 
changes. Perhaps the most pointed comment is that of The 
Glasgow Herald, which remarks that the new structure is 
almost as complex as the present interim organisation. The 
same journal speculates on the amount of autonomy which 
will be allowed the Scottish Area. The significance of a 
reorganisation of this sort, with its possible far-reaching 
effects on the efficiency of the railways and of other forms 
of nationalised transport, is in any case not likely to be 
apprehended by the daily Press—even if the ramifications 
of the new structure were comprehensible to those with a 
fair working knowledge of the machinery of the Commis- 
sion, let alone to laymen. 

Comment by the technical journals so far has been 
restrained. Modern Transport points out that in designing 
the new structure a close study was made of the organisa- 
tion of such concerns as Unilever and Imperial Chemical 
Industries, with both of which the finished product is con- 
sidered by its designers to bear favourable comparison. 
Our own comment is that there is surely no comparison 
between the British Transport Commission and the con- 
cerns of the kind mentioned: the Commission, with its 
railway and other undertakings, is sui generis: it bears 
indeed no resemblance to any major State transport under- 
taking in any country with which we are acquainted. The 
same journal comments favourably on the appointment to 
the post of Secretary-General, of General Sir Daril Watson, 
with his experience as a Member of the former Railway 
Executive, and long experience of administration. If it be 
granted that such a position is necessary at all, consider- 
able demands will be made on its occupant—not least in 
guarding against excessive centralisation and in expediting 
the work of the complex organisation over which he pre- 
sides. As we said last week, the post seems to be at too 
great an elevation in relation to the responsibilities involved 
and to the position of the Chief Secretary, Chief Solicitor 
& Legal Adviser, and other senior officers of the Commis- 
sion. The position of the Secretary General in relation to 
that of the Chief of General Duties is not clear. 
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The new structure is viewed with some scepticism by 
Engineering. That journal comments incidentally on the 
very few (400) chartered civil, mechanical, and electrical 
engineers employed by the national transport system in 
relation to the range of engineering activities of the Com- 
mission. It questions whether the new organisation is best 
adapted to its policy-making function. It rightly stresses 
that there is nothing like the Unilever organisation, with 
its diverse and widespread activities, in the British Trans- 
port Commission organisation, of which the ancillary 
activities are matters such as police, paper and printing, and 
historical relics. “ The new system,” it says, “ bears too 
much resemblance to an overgrown railway company. Like 
a commercial organisation, it should have been designed to 
give direction and inspiration to a great service.” With 
the second of these statements we agree wholeheartedly. 
ihe first is surely untrue of any efficient railway company 
that we can recollect; for the essence of the organisation of 
most of the British railway companies and British com- 
panies, past and present, operating railways in the British 
Commonwealth overseas, in South America and elsewhere, 
was and is the great degree of autonomy accorded to the 
General Manager and other senior officers—which can 
hardiy be said of the new structure of the British Trans- 
port Commission. 

As far as concerns British Railways, by far the greatest 
of the nationalised transport commitments, and, because of 
the interposition of the Railway Division between the 
Commission and Regions, the most adversely affected by 
the new structure, a very great deal now depends on the 
composition of the Area Boards, and on the extent to which 
the General Managers, as they will be called, of British 
Railways, and other senior railway officers both in the 
Regions and at Headquarters, will be able to accommodate 
themselves to an unsatisfactory organisation. This will 
make heavy demands on their goodwill and patience, for 
they are all busy men. The names of those who had accepted 
positions on the boards had not been announced as we went 
to press. Such announcement seems overdue, for it is 
over three weeks since Parliament approved the Order 
giving effect to the reorganisation of the railways including 
the establishment of the Area Boards, which was to take 
place within three months. 


Trade Opportunities in South Africa 


T HE extensive development of South African Railways 

which is in progress increases the importance of an 
already highly-valued market for United Kingdom pro- 
ducts, particularly machinery and electrical apparatus. A 
promised relaxation, and possibly the eventual complete 
removal, of South African controls may well cause the 
Union to be the United Kingdom’s best outlet for exports 
of this kind. Britain has maintained its position in world 
markets, and particularly in the South African market, in 
spite of price cuts, export incentive, and extended credit 
given by her main competitors, but, to maintain and 
improve this position, delivery times must be improved. 
In the past, uncertain delivery dates and deferred pricing 
have been a great drawback to increased South African 
imports of British products. 

In an address given by Mr. Gerhardt Jooste, High Com- 
missioner for South Africa in the United Kingdom, at the 
annual luncheon of the British Engineers’ Association on 
December 9, 1954, emphasis was placed on these and 
other points. Mr. Jooste stated that South Africa and the 
United Kingdom have much in common, each being 
among the other’s best customers. Since 1938, South 
African total imports have risen nearly five-fold, and trade 
between South Africa and these islands has represented a 
large proportion of this increase. Realising that her 
primary industries of mining are necessarily a wasting 
asset, South Africa has been developing secondary indus- 
tries, and such development has absorbed a considerable 
amount of capital which otherwise would have been avail- 
able for import requirements. Now that development has 
been largely completed, there will be more money avail- 
able to buy those essential consumer goods and capital 
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products on which the Union necessarily has had to 
economise during recent years. 

Progress in South Africa has not been confined to the 
railways—such development has formed part of an overall 
activity throughout the Union’s agricultural, industrial and 
commercial life. Despite such progress, however, South 
Africa does not produce nearly enough for her own re- 
quirements and a large margin will continue to exist for 
imports. Export of agricultural products will be resumed 
and there will be an increase of processed foodstuffs and 
minerals necessary to finance these imports. Indeed, the 
degree of success attained by the Union in finding overseas 
markets for her products will largely determine the rate at 
which she is able to relax the 1948 import controls, 
another important factor being the rate and extent at 
which foreign capital is invested in South Africa. 

In the present period of labour instability it is difficult 
to see how a firm price may be quoted for goods on special 
and long-term order which will ensure a reasonable and 
just working profit to the producing organisation. The 
report issued in 1952 of the Evan Stuart MacPherson 
Trade Mission to South Africa and Rhodesia suggested 
that manufacturers should tend to quote “a longer delivery 
date and keep to it rather than to let the customer down 
by non-delivery at the promised time.” This pessimistic 
advice is no doubt laudable in a negative kind of way, but 
it is very understandable than many manufacturers might 
well feel that “a longer delivery date’ tender could lead 
to a situation in which non-delivery was not a matter of 
interest one way or the other. It would not appear to be 
a matter of quoting longer and longer delivery dates, but a 
case of improving production methods and of stability in 
costs of labour and materials. Much has been done and is 
in progress towards these ends, and it is to be hoped that 
these measures will enable British industry to take the 
maximum advantage of the increased opportunities offered 
by South Africa in the future. 


The Problem of Transport in London 


URING the recent bus strike many Londoners were 
forced from their customary means of travel—the 
London bus—to the underground railways. It may well 
be that this apparently temporary changeover has occa- 
sioned a sharp swing in the travelling habits of Londoners. 
Already it is believed to have reversed the previous pros- 
perity of the buses in favour of the London Transport 
railways. Although, because of the different nature of 
their services, Green Line coaches are not likely to have 
been as greatly affected as the shorter distance (insofar as 
average use is concerned) buses—indeed, they are under- 
stood to be doing extremely well—it seems safe to hazard 
a guess that the decline in the profitability of the London 
buses has been considerable. 

Habits once broken are not always resumed. Passengers 
who have discovered alternative methods of travel may 
see no reason to revert to their previous routes, and the 
recent dislocation of bus services may well have lost a 
number of regular passengers to the Underground sys- 
tem. Other influential factors unconnected with the strike 
are also in operation. The higher fares which have been 
put into effect have tended to discourage travel, for the 
greater amount of money in circulation as a result of 
full employment is being spent in a variety of ways. 
Relaxation of controls on hire purchase and the freedom 
to build houses places high-priced goods within the reach 
of an increasing number of persons and there is a notice- 
able move towards car ownership. This last factor, be- 
sides presenting competition equally to bus and under- 
ground systems, further aggravates an already acute road 
problem and of necessity causes congestion on both sys- 
tems. In the case of the buses such congestion is direct, 
and in the case of the Underground, surface conditions 
are produced which make the L.T. railway routes attrac- 
tive to travellers in a hurry. 

Efficient bus service is further hampered by the short- 
age of labour apparent throughout industry, which results 
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in the difficulty of obtaining drivers and conductors. 
Although by and large the bus crews are hardworking and 
efficient, there is no doubt that some individuals take 
advantage of present-day conditions, and, in doing so, 
go far to cause public dissatisfaction with the London 
bus services. It would appear that the intensive use of 
the bus which has for so long been a feature of London 
is now on the wane. London, for so long and almost 
uniquely in the world, a main user of the bus system in 
preference to underground routes—indeed, to so great an 
extent that the idiom “ missing the bus” has passed into 
the English language—is apparently turning to other means 
of transport. 

If, as appears possible and, in some ways, desirable, 
there is a further swing to the use of the Underground, 
a long-standing problem takes sharper focus here—that of 
improving efficiency during the two natural and comple- 
mentary periods; the rush-hours, when every train is 
packed to capacity, and the periods of lesser pressure 
throughout the day. Since the war the public has shown 
an almost total lack of co-operation in the matter of stag- 
gering working hours, and it is now obvious that any im- 
provement in efficiency must be attained as a result of 
internal re-organisation. 

Improvement of the peak-hour services is necessarily 
contingent on a parallel improvement of the signalling 
systems, already of high efficiency. The present practice 
of running trains of the maximum length accommodated 
by platforms—usually seven-car series—would appear to 
be the natural parry to the insoluble problem of getting 
a quart into a pint pot. The advisability of continuing 
to run these long trains throughout the day during off- 
peak periods or of uncoupling and using, say, four-coach 
series at a slightly higher frequency is a much-debated 
point. Shorter and more frequent trains involve addi- 
tional expenditure of time and manpower and may use 
more electric power, though this again is open to ques- 
tion. Uneven working is another evil of the shorter and 
more frequent train. In addition, costly capital equipment 
may have to be laid aside for long periods, and, if there 
is any hiich in operation, even in off-peak periods, suc- 
cessive trains may become overloaded with resultant delay 
in the re-establishment of normal conditions of travel. 

The major problem of London Transport remains that 
of securing maximum efficiency with economy in the move- 
ment of passengers and of offsetting the constant upward 
trend in costs, particularly of labour. There has been 
some saving in bus-miles as a natural consequence of the 
swing-over to the trains, but more can probably be done 
in this direction. The London Transport railways 1n pre- 
sent surface traffic conditions offer the best hope to the 
public of speedy and uninterrupted movement. From the 
point of view of the London Transport Executive the opti- 
mum use of this branch of its services is obviously desir- 
able. 


National Production and Railway Services 


HAT British Railways have more freedom in charging 

powers than that accorded to any other major rail- 
way system was claimed as a probability by Mr. C. E. R. 
Sherrington in a paper on “ Railway Services as a Function 
of National Production ” read recently as part of a London 
University extra-mural course on “ Our Railway Heritage.” 
He maintains that the fundamental economic function of 
a railway system is to provide the maximum service to 
the community and to industry in terms of movement of 
people and traffic and by so doing to support the economic 
and social development of the area which it serves. Wealth, 
measured in terms of social satisfaction and standard of 
living, depends, he says, on the free exchange of commo- 
dities so that climatic or other natural advantages may be 
given their full effect. In his view, the theory that it is not 
the duty of a railway to provide for every kind of service 
in all areas is anti-social. 

The principles which should act as guidance are the 
utmost freedom of movement and exchange of goods. The 
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volume of that movement depends directly on the cost of 
movement. To reap the full advantage of varied climatic 
conditions and to obtain maximum social benefit every 
endeavour should be made to lower movement costs. This 
can be done only by improved management and operating 
efficiency and the elimination of political barriers. Trans- 
port charges and the pattern of national production are 
inseparable, Mr. Sherrington believes, and, as many heavy 
traffics are still, in practice, tied to rail movement, it is 
essential for the national welfare that such traffic is not 
called upon to carry more than its fair share of railway 
gross receipts. It has become fashionable, he says, to 
criticise the long-accepted principle of charging what the 
traffic will bear and to push aside the theories of charging 
connected with the teaching of Arthur Hadley in America 
and Sir William Acworth in Britain. Close study of their 
writings, in his opinion, serves to stress the accuracy of the 
guidance they offered. He suggests that the position may be 
clarified by pointing out that a maximum charge cannot, 
in effect, be more than the traffic will bear, as the traffic 
would then cease to flow. There is no suggestion by Hadley 
or Acworth that traffic should be carried for less than its 
cost. The direct cost should be covered, and, provided that 
it can be calculated, should set the minimum. Loadability 
is important and has been recognised as such since the 
earliest railway days, but it is no more than one factor 
among many. The real trouble lies with the assessment of 
operating costs, which vary with such factors as the volume 
of traffic handled. 

It was the aim of most railway managements to increase 
traffics in every possible way so as to spread the overheads 
or indirect costs, and there is nothing, in Mr Sherrington’s 
judgment, to prove that the old policy was seriously at 
fault. There would seem to be an element of danger in 
placing too much reliance on costs which are bound to be, 
to some extent, empirical. An analysis of a typical freight 
train load in Britain, including the nine empty wagons in 
the total of 32 wagons, brings out the difficulty of costing 
the profitability of each wagon load, each ton, and each 
consignment. An extensive and detailed costing system 
was developed in Germany in the late 1920s. It was a 
brilliantly conceived work, he says, but it had to be aban- 
doned because its own cost was out of proportion to the 
potential advantages obtained. Even although certain 
traffic is carried, for a time, at charges which do not per- 
mit any significant allocation to overheads, or indirect costs, 
there may be valid reasons for such a policy. He cites as an 
example the development of a new industry or the sustaining 
of an old one which might otherwise go out of business 
with dire results to a local area. So far as a transport 
service can preserve a business in production, without loss 
to itself, its own advantage will be served by doing so. Re- 
adjustment from the old to the new may take time, and 
during that time the purchasing power of the community 
concerned will be lowered and the potential revenue from 
passenger traffic will fall. 

Railway charges, Mr. Sherrington points out, enter into 
the cost of almost everything we use or buy and the level of 
these charges, in the long run, depends on the efficiency of 
management and operation, which, in turn, is dependent on 
the goodwill of the staff towards the public and the 
management. The narrow view of pure commercial profit 
should not be allowed to outweigh social and national 
considerations. 


New Zealand Government Railways 


THE report of the New Zealand Railways Commission 

for the year ended March 3], 1954, of which a copy 
has been sent to us by Mr. W. E. Hodges, Chairman, is 
prefaced by a statement by Mr. W. S. Goosman, Minister 
of Railways, in which he records that revenue exceeded 
operating expenses by £404,295, an increased profit of 
£321,023. During the year improved passenger services 
were run on some provincial express routes. Goods ton- 
nage declined only 3-9 per cent from last year’s record 
figure. In attaining a record goods revenue of £20,121,367, 
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the average return per ton-mile was only 46-7d. Because 
of the differential rating structure the railways were able 
to haul no less than 46-89 per cent of the total tonnage 
of 9,635,061 tons at under the average figure. Mr. Goos- 
man expresses appreciation of the efforts of all who con- 
tributed to the success of the Royal Tour. He records 
with regret the most tragic disaster in the history of the 
New Zealand railways, near Tangiwai in North Island, on 
December 24, 1953, when an express plunged into a river 
and 151 lives were lost. Recommendations made by the 
Inquiry Board for preventing similar accidents are being 
investigated. 

The Commission’s report, signed by Messrs. W. E. 
Hodges, Chairman, and R. Martin, C. H. Bray, W. L. 
Wyber, and A. T. Gandell, Members, mentions the con- 
tinuing upward trend of railway traffic, despite competi- 
tion. Only the railways, it stresses, can adequately handle 
the rapidly increasing volume of goods and their carrying 
capacity must therefore be increased as soon as possible. 

The Commission has investigated projected improve- 
ments throughout the Dominion, and assessed the value of 
the particular works in improving the overall services in the 
shortest possible time. It is proposed to use the first of the 
35 Drewry diesel railcars on order to initiate a fast day- 
light service between Wellington and Auckland, and use 
the remaining cars to provide daily or more frequent 
services on other main routes. 

Much has been done to foster an enduring understand- 
ing between the Commission and staff: The shortage of 
trained staff is still a major difficulty. Newspaper adver- 
tising of the railways’ services and problems has been 
increased. An economic study forms the basis of every 
decision taken on the working of branch lines, and to this 
end, separate branch line accounts were instituted at the 
beginning of the financial year for several lines. The Com- 
mission reports a satisfactory conference with road trans- 
port organisations at which it was decided to make a 
detailed investigation of suggestions for more complemen- 
tary development of rail and road services. 

Some of the principal results were as under :— 


1952-53 1953-54 
Millions 
Passenger journeys “i “ws os eee 21-5 23-3 
Goods tonnage = one eos ene 10-0 9-6 
Total train mileage (revenue) ... «we on 13-4 13-7 
£ millions 
Coaching traffic earnings poe pom 3-1 3-1 
Goods traffic earnings ... <a one oe 19-1 20-1 
Total operating revenue ; “ “a 22-6 23-7 
Net operating results ... ae pre as +0-083 +0-404 


The density of traffic in the South Island is only about 
half that in the North Island. In the South Island, also, the 
proportion of lower-rated goods is higher and the average 
haul is 80 miles, compared with 129 miles. The 8-47 per 
cent increase generally in passenger journeys was in sub- 
urban and reduced fare traffic; the number of passengers 
at standard fares declined by 3-98 per cent. It is estimated 
that the Wellington—Hutt Valley electrification brought 
about a 30 per cent increase in passenger journeys over 
that section. The through booking of goods by the rail- 
air service between North and South Islands continues to 
increase. 

Totals of 1,423 new goods and 170 new livestock wagons 
were placed in traffic; the net increases were 1,023 and 87 
respectively. Two coal-fired “Ja” 4-8-2 steam locomo- 
tives, built by the railways, two 660-h.p. diesel-electric 
locomotives built by the English Electric Co. Ltd., and 23 
Drewry 204-h.p. diesel-mechanical locomotives entered 
service. Locomotives outstanding on current orders at 
March 31, 1954, were seven coal-fired “Ja” class to be 
built by the railways for South Island service, 41 main- 
line diesel-electric and 58 diesel-mechanical shunting 
locomotives. 

During the year a permanent engineering inspection 
service was established in the office of the New Zealand 
High Commissioner in London. An appendix to the 
report emphasises the importance of the railway differential 
rating structure to the economic well-being of the country. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for opinions of correspondents) 


Traffic Increase on Electrified Lines 


December 12 

Sir,—I refer to the editorial note on page 646 of your 
December 10 issue. In The Times of December 11 under 
the heading “ Traffic Increase on Electrified Line” ap- 
peared the words: “ The electrification of the Manchester 
to Sheffield railway line has increased to an unexpected 
extent the number of passengers using the service.” 

It is a strange thing that generation after generation of 
the public and railwaymen continues to be surprised at 
rising traftic on electrified lines and falling traffic on steam 
lines. The records fail to convince. If they did, the 
proposals for electrifying the remaining lines now worked 
by steam in Kent, Surrey, and Sussex would by now have 
taken shape, to the financial gain of the country as a 
whole, as the owner of British Railways. 

If only some of the energy in justifying the status quo 
could be diverted towards adopting new methods, how 
much better off we should be today. 

Yours faithfully, 
C. GRASEMANN 
London, S.W.6. 


Railway Freight Movement 


November 30 

Sir,—The real story of ton-mile and wagon-mile statistics 
differs widely from the account given by X.G.M. in your 
November 26 issue. The North Eastern Railway adopted 
these statistics in 1902 with the deliberate intention of 
improving its operating results. The company was fortunate 
in having C. P. Mossop to direct its Traffic Statistics Office 
and he was able to prepare and circulate essential informa- 
tion for the use of the operating staff at no more cost than 
would have been incurred in dealing with the numerous 
returns and special enquiries which would have been 
necessary in the absence of comprehensive statistics. 

In 1911 you published Mossop’s “ Railway Operating 
Statistics ” which described the North Eastern’s system and 


showed that the use of statistics had helped to raise the net 
train load from 81 tons in 1902 to 126 in 1910, while the 
percentage of freight to gross train load increased steadily 
over the same period. The book was written before the 
passing of the 1911 Act, which merely instituted a few 
freight statistics based on tonnage and engine miles— 
inadequate to prove whether the railways were operated 
efficiently or not. 

It was not until 1920 that all railways were required 
to prepare ton-mile and wagon-mile statistics on the North 
Eastern model. The move was the outcome of the Ministry 
of Transport Act, August, 1919, which gave Sir E. C. Geddes 
authority to act. He knew how valuable these statistics 
would be as a test of efficient working in the event of the 
railways being unified under his control, as seemed likely 
at one stage in the after-war proceedings. 

Similar statistics became statutory under the Railways 
Act, 1921, and now form the basis of British Railways’ 
statistics, which are circulated monthly to railway officers 
and included in an abridged shape in the series of Transport 
Statistics, reviewed regularly in your columns. These statis- 
tics are indispensable for general supervision, when supple- 
mented by sectionised returns for watching traffic movement 
in detail. 

In the years before the 1923 amalgamations the circula- 
tion of a sectionised wagon-mile return created a stir among 
North Eastern railwaymen. The return was split into some 
30 sections, each of which covered the miles of road served 
by an engine shed and gave particulars of wagon- and train- 
miles, number of wagons per train; train-hours and speed, 
and wagon-miles per train-hour. In course of time the 
return came to be looked upon as a key to economical work- 
ing and the alertness it aroused among the staff was an 
abiding gain. In 1938, the North Eastern Area of the 
L.N.E.R. worked more ton-miles and more wagon-miles in 
a freight train-hour than any other area of the four main 
line companies and in 1953 the North Eastern Region kept 
well ahead of the other Regions of British Railways. 

Yours faithfully, 
X—STATISTICIAN 








Publications Received 


World Railways: 1954-55.—Edited and 
compiled by Henry Sampson. Third 
Edition. London. Sampson Low’s 
“World Railways ” Limited, 25, Gilbert 
Street, W.1. 13 in. x 84 in. 462 pp. 
Fully illustrated. Price £4 4s.—‘* World 
Railways ” now appears in its third edi- 
tion, changed in shape and format and 
extensively rearranged. The second 
edition was published two years ago, 
and was reviewed in our November 28, 
1952, issue. Details of older motive 
power and rolling stock, which may be 
referred to in the earlier editions, have 
been omitted to make room for some 
new sections, covering underground 
railways, motive power and _ rolling 
stock manufacturers, diesel engines, and 
articles on air conditioning for pas- 
senger coaches, 50-cycle electrification, 
the Talgo train, and disc brakes. There 
are also many new and re-drawn maps. 
The book gives prominence in text and 
illustrations to the locomotive and roll- 
ing stock building industry. Present 
developments in all railway fields and 
future trends are ably summarised in 





a three-page foreword, in which the part 
played by standardisation and increased 
mechanisation in cutting down capital 
and maintenance costs is duly recog- 
nised. The publishers acknowledge 
their indebtedness to the technical press, 
including The Railway Gazette, Diesel 
Railway Traction, and The Directory 
of Railway Officials & Year Book. 


Calendars for 1955.—We_ acknow- 
ledge receipt of calendars for 1955 from 
the East African Railways & Harbours; 
Nigerian Railway; the Talyllyn Rail- 
way; British Timken Limited; Brown, 
Boveri & Co. Ltd.; Holman Bros. Ltd.; 
and the Superheater Co. Ltd. 


Rolling Stock Equipment.—Much de- 
tailed information on railway rolling 
stock and ancillary equipment is con- 
tained in an illustrated brochure issued 
by A. G. Wild & Co. Ltd., of Sheffield. 
The items illustrated indicate the very 
wide range of equipment manufactured 
by the firm which includes varied types 
of carriage fittings such as steam heater 
equipment, hot water fittings, and lava- 
tory equipment comprising flushing 


valves which operate with a minimum 
of 3 ft. head of water, and soap dis- 
pensers. Other equipment includes air 
extractors, ventilators, louvred and 
balanced frameless windows, carriage 
seating, luggage racks, telescopic gang- 
ways with automatic release, M.C.B. 
couplers, vacuum brake valves, and 
communication cord fittings. 


C.L.E. Pocket Calendar—tThe latest 
Coras Iompair Eireann release in its 
intensive publicity drive to attract more 
tourists to Ireland in 1955 takes the 
form of a neatly produced pocket 
calendar “Ireland for Perfect Holidays 
in 1955.” This is printed in four 
colours. It depicts a C.I.E. motorcoach 
in a scenic setting. These Irish-built 
coaches. incorporate three-position re- 
clining seats and double sunshine roofs, 
and will be used on some 200 tours of 
the most beautiful and historical places 
in the Republic of Ireland next year. 
Details of all the tours are contained 
in the C.I.E. 1955 programme now 
being distributed with the pocket cal- 
endar by travel agents in Great Britain 
and Ireland. 
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THE SCRAP HEAP 


At No. 55 Broadway, S.W.1 ? 


Pluto was God of the Underground.— 
From a ‘schoolgirl’s answer to an 
examination question, quoted in the 
“ Evening News.” 


Train Pierces Iron Curtain 


Two coaches of an Austrian Federal 
Railways train are reported to have 
pierced the Iron Curtain when acci- 
dentally shunted through a barbed wire 
fence erected across the track at the 
Austro-Czechoslovak frontier. On the 
Czechoslovak side the rails had been 
lifted, and coaches sank into mud. 


Night Before the Morning After 

A correspondent in Melbourne sends 
us the following, which he claims is 
true: During the past winter, a Vic- 
torian Railways cleaner at the Head 
Office, Melbourne, was late for work 
one morning, when the first train of the 
day, by which he travelled, was delayed 
by fog. Asked for an explanation, he 
mentioned the fog. He was told: “In 
future, during periods of unfavourable 
weather, you are instructed to travel on 
the previous train.” 


Wide of the Mark 


A correspondent has sent us the 
following extract from an American 
periodical catering for railway enthu- 
siasts, which he fears is typical of the 
statements on British railway matters 
to be found in such journals: “ A pam- 
pered little British Railways locomo- 
tive, No. 119, the Windsor Castle, used 
only for hauling Royal trains, has 
reached the end of her 50 years service. 
Unless a last-minute decision sends her 
to a museum, she will be on her way 
to the junk yard and blow torch. While 
not in use, the Windsor Castle was 
daintily kept in a shed, protected from 
the elements by tarpaulin.” 

Allusion is probably intended to 
class ‘‘T9” Drummond 4-4-0 No. 119 
(Southern Region No. 30119), the Royal 
engine of the L.S.W.R., built at Nine 


Elms in 1899 and broken up in 1953, 
as recorded in the Scrap Heap of 
March 13, 1953. The Western Region, 
former G.W.R., Royal engine No. 4082 
is named Windsor Castle. 


C.P.R. Veteran 


The last survivor of the party that 
drove the last spike marking the com- 
pletion of the trans-Canada line of the 
Canadian Pacific Railway has died in 
Victoria, B.C. He was Matthew Craw- 
ford, aged 92, the fireman of the train 
which carried officials to Craigellachie, 
British Columbia, for the ceremony on 
November 7, 1885. 


Ring in the New 


A new use has been found for the 
bells of Canadian Pacific Railway steam 
locomotives withdrawn from service 
after change over to diesel traction. In 
many of the remote parts of Canada 
they are being used as church bells. 
One has been presented to the 
Reverend Dudley S. Bowen, a pioneer 
Indian missionary to Turnour Island, 
British Columbia. 


Good Cheer on British Railways 


Catering in long-distance trains of the 
London Midland Region is praised in 
two letters published in the same issue 
of The Manchester Guardian. One cor- 
respondent writes of the cafeteria ser- 
vice in the 10.15 a.m. from St. Pancras 
to Manchester: “The advantage of 
getting what you order fairly quickly 
and finding it well cooked and really 
hot. . . was one thing, but the improve- 
ment in the morale of the staff was 
pleasant from my side of the counter. 
They seemed competent, capable, pleas- 
ant, and really trying to serve the pub- 
lic. I particularly liked the way in 
which a young mother obtained a stack 
of sandwiches, cakes, a pint of coffee in 
a special jug, and other needs. . . and 
was able to return to her family in the 
compartment.” 

“ The first class diner ” 


e e a Mei te 


& 


JOURNAL 
DURMAM.N. c. 


Ce —S 


Jta_dhew) ~ 7 





A, of G 
"Tr 18 ule a 






Cover of an envelope delivered promptly by the Post Office to the headquarters 
of British Railways, Eastern Region 


says another, 


describing a journey in the 10.10 a.m. 
from Liverpool to Euston, “was 
modern, the luncheon was efficiently 
cooked and served. The Camembert 
was in perfect condition and wine at 
3s. a quarter bottle was the best value 
I have met. 

“T am not writing under its influence 
but after sufficient time still to think 
that I have been well treated.” 


Light Relief 


Sydenham Hill Southern § Region 
station displayed a goodwill notice stat- 
ing: “Shilling pieces for the light 
given in change on request.”—From 
“The Daily Telegraph.” 


Road Train 


The Renard Road and Rail Transport 
Corporation was floated in 1907 to pro- 
mote a road “train” of three coaches 
towed by a petrol-engined tractor. I 
am glad to note the Evening Standard 
City editor of the day was very cagey. 
But Colonel Crompton, the electrical 
pioneer, predicted “a great future.” 
Alas. Its future ended in 1914, with a 
winding-up order.—From “ City Man’s 
Diary ” in the “ Evening Standard.” 


Music Hath Charms 


(But not at railway stations, according 
to the national daily columnist Percy 
Cudlipp—see daily Press.) 

Alas, and was poor Percy peeved? 
Was his fond ear for music grieved 
By all the noise that filters through 
The vaulted halls of Waterloo? 


For long, long years I tip-toed through 

Ihe corridors at Waterloo, 

Finding that morning music sprightly 

Helped me to face the day more lightly, 

Though, true enough, | found more 
fair 

The strains that filled the evening air. 


Ihe music, though, for obvious reasons, 
Should suit the various times and 
seasons; 
“The Happy Wanderer ” 
Can be relied upon to stir 
The hiker’s blood, but brings no smile 
From one en route to durance vile. 


Perce says his inmost soul rebels 

At these outrageous decibels, 

And scoffs at music’s ministrations 

In mundane spots like railway stations. 
He much prefers that sort of thing 

In “ quires and places where they sing.” 


Too bad that he should vent his spleen 
On my old pals in Room 15. 

He doesn’t think a P.R.O. 

Is fully qualified to know 

What sort of sounds are really best 

To soothe the savage traveller’s breast. 


He may be right, for all I know, 
Then why not let him have a go? 
Why shouldn’t Percy have a voice 
And let us sample “ Cudlipp’s Choice ” 
A.B. 
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OVERSEAS RAILWAY AFFAIRS 


SOUTH AFRICA 
More Coal Moved by Rail 


Coal moved by rail from Transvaal 
coal mines during October amounted to 
1,799,432 tons, an increase over October 
of the previous year of 40,600 tons and 
76,156 tons more than during September 
this year. A small decrease was recorded 
in the quantities moved from Natal 
mines, 369,852 tons during October this 
year in comparison with 410,782 tons 
during October last year. 

During the first ten months of this 
year, the railways moved 20,952,643 
tons- of coal from the mines; 222,228 
tons less than during the corresponding 
period of last year. Coal for shipment 
decreased from 736,122 tons during 1953 
to 565,307 tons this year, a decline of 
170,815 tons. 


MALAYA 
Railways and Elections Festival 


As a preliminary to Federal elections 
being held in 1955, citizens of Malaya 
have been required to register their 
names on the voters’ list. To encourage 
interest in the elections, the Government 
organised an Elections Festival in Octo- 
ber in Kuala Lumpur. Each Govern- 
ment Department took part in a demon- 
stration of its activities and services, 
having particular regard to its contribu- 
tion to the progress and well-being of 
the country. 

The Malayan Railway provided 
a number of examples of its activities. 
Many items of apparatus manufactured 
for locomotives, carriages and wagons 
in the mechanical workshops, and a scale 
model of an air-conditioned day and 
night first class coach were on show. A 
signal and telegraph engineering exhibit 
demonstrated track circuiting, colour- 
light signalling, single-line working and 
other apparatus; most of the exhibits 
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Photo} 





(From our correspondents) 


were ‘wired to enable them to be 
actuated by the movement of a model 
train along a track. On the civil engi- 
neering side there was a selection of 
aerial survey photographs of well- 
known railway landmarks in the vicinity 
of Kuala Lumpur. 


INDIA 
Sleeping Berths in Third Class 


For the first time the railways will 
provide sleeping berths for third class 
passengers travelling on long-distance 
trains. This decision has been taken 
by the Government on the recommen- 
dation of the delegation which recently 
undertook a two-month study tour of 
European railway _ systems. 

Details are being worked out by the 
Railway Board. At first sleeping berths 
will be provided for long-distance pas- 
sengers on Janata trains. Experience 
gained in these will be used for assess- 
ing the demand on other trains foi 
similar sleeping accommodation. 

Other recommendations made by the 
delegation which was headed by Shri 
S. S. Vasist, Member, Transportation, 
Railway Board, have been accepted by 
the Railway Ministry. 


IRELAND 
Collapse of G.N.R. Bridge in Dublin 


The main line of the Great Northern 
Railway leading out of Amiens Street 
Station, Dublin, was cut on December 
8 when the bridge carrying it over the 
River Tolka, +-mile from the terminus, 
collapsed after its foundations had been 
weakened by flood waters. The river, 
which is normally three or four ft. deep, 
rose to almost 20 ft. after torrential rain 
and swept away the central stone piers 
supporting the bridge. 

The bridge was the original structure 
built over 100 years ago. It comprised 


[C.O’ Shea 


Great Northern Railway bridge over the River Tolkag Dublin after its collapse 


two steel spans 46 ft. 3 in. each in length 
and 26 ft. wide, supported in the centre 
by a 5 ft. wide stone pier and with abut- 
ments of similar width. G.N.R. engineers 
are examining the possibility of erecting 
a Bailey bridge, as a temporary measure, 
over which single-line working would be 
instituted. The advice of a _ bridge 
specialist from England is being sought, 
and if such an arrangement is feasible 
it would be invaluable in enabling the 
railway to handle the heavy Christmas 
traffic expected. 

The Great Northern Railway Board 
has kept passenger traffic moving by 
using Clontarf station, about 14 miles 
out of Amiens Street, as a temporary 
terminus. G.N.R. buses convey passen- 
gers to and from Amiens Street to Clon- 
tarf. The lighter goods traffic is also 
being handled at Clontarf and arrange- 
ments are being made to carry heavy 
goods over the Coras Iompair Eireann 
system to the joint station at Navan 
for redistribution to all areas. 


FRANCE 


Catenary Clearance 


For the electrification of the Dijon- 
Vallorbe line, it has been necessary to 
obtain additional clearance for caten- 
aries under 22 road bridges. Eleven 
bridges were raised, under three the 
permanent way was lowered, and eight 
bridges had to be reconstructed. In 
addition, it was necessary to lower the 
track for 940 yd. through Champvans 
Tunnel. 


SWITZERLAND 
Long Rail Lengths 


The Federal Railways have installed 
experimentally welded rails in 900-m. 
(2,950-ft.) lengths on a 2,600-m. (2,843- 
yd.) double-track length of line between 
Etoy and Allaman on the Lausanne- 
Geneva route. These long lengths of 
46 kg. per m. (92 lb. per yd.) rail are 
laid on timber sleepers in one direction 
and on concrete sleepers in the other. 


Concrete Sleepers on Rhaetian Railway 


For the first time on a narrow gauge 
railway in Switzerland, concrete sleepers 
have been laid on the Rhaetian Railway 
between Landquart and Igis. The 
sleepers are of pre-stressed concrete and 
180 cm. (5 ft. I'l in.) long; their sectional 
measurements are 28 cm. by 17 cm., and 
their weight 155 kg. (342 Ib.). 

Many iron sleepers are at present in 
use on the Rhaetian Railway, and if the 
results of the current tests are satisfac- 
tory the substitution of concrete sleepers 
and the use of long lengths of welded 
rail may take place. The comparatively 
light iron sleepers (40 kg.—88 lb.) are 
not considered suitable for carrying long 
lengths of jointless rail. 
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British Railways Class “5”? Locomotive Tests—2* 


Indicated horsepower and combined 
efficiencies, of the engine and boiler 


THE indicated horsepowers of the class 
“5” locomotive developed on the 
Rugby testing plant are shown in Fig. 
12 for evaporations between 7,520 and 
18,000 lb. of water per hr., when the 
hourly firing rates were from 920 to 
2,630 lb. of coal, the latter being the 
limit with the engine as designed and 


(FRONT END) LIMIT 


WO LHP 


1200 1-28 


9:40 


TO STEAM CHEST 


SPEED, M.RH. 


Fig. 12—Indicated characteristics of the class ** 5” loco- 
motive, using Blidworth coal 


built. With the modified grate having 
larger air spaces and the smaller exhaust 
nozzle of 4} in. dia., the evaporations 
were considerably improved and hence 
also the powers developed. 

The broken line curves relate to this 
condition and correspond to the curves 
for the same evaporations given by Fig. 








By E. C. Poultney, O.B.E., MI.Loco.E. 


4, and are justified on account of the 
fact that the steam rates per i.h.p. were 
found to be the same independently of 
the size of the exhaust nozzle. This 
will be referred to again when the 
supplementary tests undertaken with 
different exhaust nozzles sizes are de- 
scribed. 

The coal and 
steam rates per 
i.h.p. hr. are given 
by Figs. 13 and 
14,and here again 
it is necessary to 
refer to the 
broken line 
curves for steam 
and coal _ rates 
beyond 19,150 lb. 
and 2,630 Ib. per 
hr., the limit 
reached with 
these specific 
tests. The addi- 
tional curves 
have been drawn 
to indicate the 
performance at 
the higher evap- 
orations and 
steaming rates 
obtainable with 
the improved 
grate and front 
end, and = are 
based on the sup- 
plementary tests 
above mentioned. 
The cylinder con- 
version efficien- 
cies are, as would be expected, like those 
obtained with South Kirkby coal, as 
shown in Fig. 7. 

Efficiencies—Boiler and Engine 

Over a wide range of working, and 
for speeds of from 20 up to 75 m.p.h., 


the thermal efficiency of the boiler and 
cylinders combined is nine per cent or 


* Part 1 appeared in our issue of December 3, 1954 more, and Over a limited rate of opera- 
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tion at speeds in excess of 40 m.p.h. a 
maximum of 10-5 per cent is reached. 
If it is assumed that at normal maxi- 
mum rates of working the coal fired 
averages 2,100 lb. per hr., the following 
would be the combined thermal effi- 
ciencies : — 








M.P.H. | Ind. T.F. | LHP. | Efficiency 
| Per cent 
25 14,750 980 9-5 
31 12,700 1,050 10 


46 | 8,800 

At speeds beyond 46 and up to 75 
m.p.h., the cylinder power and com- 
bined efficiency would be just over 
1,100 ih.p. and about 10-5 per cent 
respectively. 

Information concerning the drawbar 
tractive effort and drawbar horsepowers 
obtained at speeds from 20 up to 70 
m.p.h., and for actual evaporations 
extending from 8,000 to 19,000 Ib. of 
water per hr. are given by Figs. 15 and 
16. The higher evaporation mentioned 
refers only to road tests, when it will 
be observed that the maximum draw- 
bar horsepower reached about 1,150 at 
30 to 40 m.p.h., whereas on the plant, 
the maximum at the same speed range 
was about 1,100 d.b.h.p. The diagram 
giving particulars of the drawbar trac- 
tive effort includes contour lines indicat- 
ing constant overall thermal efficiencies, 
which are seen to range from four to 
8-6 per cent. Over the wide working 
range extending from 20 to nearly 55 
m.p.h. the efficiency of the locomotive 
is 8 per cent. 

The coal and water consumptions per 
d.b.h.p. hr. are given in Figs. 17 and 
18. The minimum coal and water rates 
are 2:3 and 16:5 lb. per d.b.h.p. hr.; the 
former corresponds to a speed of 30 
m.p.h. when the powers are between 
700 and 900 d.b.h.p., while the mini- 
mum water rate relates to a speed of 
40 m.p.h. and for powers from 900 to 


1,082 | 10-5 





CUT-OFFS SHOWN 
REFER TO MAXIMUM 
STEAM CHEST PRESSURE 


| 
1000 


8 10 12 14 16 18. 
100 1.H.P. 


Fig. 13 (left)—Coal consumption, |b.|i.h.p.hr.; Fig. 14 (right)—Steam consumption, Ib./i.h.p.hr.; Blidworth coal was 


used in both cases 
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~~ 1000 LB./HR. 


WATER | STEAM | COAL, CUT-OFFS SHOWN REFER TO 


CONTOUR 


16°00 | 17:02 | 2:260 OVERALL 


14-00 


10-00 | 10°64 | 1-280 


STATIONARY AND 
ROAD TESTS 


==-ae ROAD TEST 
ONLY 


DRAWBAR T.. ON LEVEL AT CONSTANT SPEED, 1,000 LB. 


wees STATIONARY 
TEST ONLY 


SPEED, MP.H. 


Fig. 15 (left)—Drawbar tractive effort in lb. on level track; Fig. 16 (right)—Drawbar h.p. on level track at constant speed; 


1,100 d.b.h.p. Considering further the 
economy of this engine designed for 
mixed-traffic working and when using 
a fuel of Blidworth quality as being the 
kind normally used in these cases, the 
following coal rates per d.b.h.p. are of 
interest. 

For passenger services at 50 and 40 
m.p.h., at the former speed, the coal 
rate is 2:5 to 2:47 lb. for powers of 800 
to 1,000 d.b.h.p., and for the latter 2-4 
to 2:37 lb. at 700 to 1,000 d.b.h.p. At 
30 m.p.h. and for 600 to 1,000 d.b.h.p. 
applicable for freight train operation, 
the coal rate is 2:4 to 2:3 lb. per d.b.h.p. 
hr. 


COAL PER DB. HP HR. 


LB. OF COAL PER DB. HP HR. ON LEVEL 


16 


14 


225 4 6 8 10 


100 DB. HP. ON LEVEL AT CONSTANT SPEED 
Fig. 17 (above)—Coal consumption, |b./d.b.h.p.hr. 


Fig. 18 (right)—Water consumption, d.b.h.p.hr.: 
Blidworth coal was used in both cases 


MAXIMUM STEAM CHEST PRESSURE 
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CONSTANT 


100 DB. H.P ON LEVEL AT CONSTANT SPEED 


Blidworth coal was used in both cases 


Referring to the trials made on the 
road between Carlisle and Skipton in 
the L.M. Region, when the engine 
handled a heavy train, equivalent to a 
trailing weight of 560 tons, maintaining 
a constant evaporation of 23,100 lb. of 
tender water per hr. with a coal rate of 
3,360 lb. per hr. which is sufficient to 
indicate the high standard of this per- 
formance when running over this heavy 
grade section at 40°5 m.p.h. 


Drawbar Characteristics 


Comparing the d.b.h.p. and d.b. pull 
characteristics with the average speed 
shows that a mean of just about 1,200 


AND 
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STATIONARY AND 
ROAD TESTS - 
——--—— ROAD TEST ONLY 


cite ae 


ATIONARY 
TEST ONLY 


SPEED, M.RH. 


d.b.h.p. was maintained. Based on this 
and the given consumptions of coal and 
water, the following estimates may be 
made : — 


Coal Ib. per sq. ft. of grate area perhr. ...| 117-3 
Evaporation water Ib. per sq. ft. of evap. 

H.S. per hr. ne de as ais 13-99 
Water/coal ratio... ap ae | 6°84 
Coal Ib. per d.b.h.p. hr. en wai 2:8 
Water » ws aie ‘in | 19-2 
D.B.H.P. per sq. ft. of grate areaperhr. | 41-7 


These are considered impressive re- 
sults, indicative of a performance that 
can only be described as excellent. 

Considering passenger train loads, 
some particulars of the coal consump- 
tions per d.b.h.p. hr. at various speeds 
(mean) m.p.h. and for different train 


STATIONARY AND 
: ROAD TESTS 


ROAD TESTS 
ONLY 


STATIONARY 
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LB/SQ.FT/HR 


LBJHR. 


EVAPORATION, 1,000 


"DIA.BLAST 


FRONT END LIMIT 2890 
FRONT END LIMIT 3585 


COAL ,LOOOLBJHR. 


Fig. 19—Evaporation limits, 1,000 /b./hr., with locomotive 
using Blidworth coal 


loadings are—the train loads are those 
which possibly apply to the B.R. class 
“5” engines and the coal used is South 
Kirkby—for a speed of 50 m.p.h. and 
trains of 200 to 400 trailing tons the 
coal rate per unit of work done on a 
level tangent track would be from 4:3 
to 2:8 lb. For a train of 300 tons at the 
= speed, the coal rate is about 3-3 


If the mean weight of passenger 
trains handled by these engines at 50 
m.p.h. is put at 350 tons, the coal rate 
per d.b.h.p. hr. would be three Ib. At 
50 m.p.h. the most economical train 
loadings are 350 to 600 tons. The latter 
would, however, be outside the normal 
limit for these engines. Turning to 
freight traffic, fast trains at 40 m.p.h. 
may be operated on a level road vary- 
ing from 300 to 1,000 tons on a coal 
rate of three to 2:1 lb. per d.b.h.p. hr. 
The latter figure applies to all loadings 
from 650 to 1,000 tons. 

At 30 m.p.h., coal rates are 2°7 to 
2:25 lb. for trains of 600 to 1,000 tons. 
Freight trains of limited loadings of 300 
up to 700 tons can be operated at 50 
m.p.h. on coal rates of 2°5 Ib., or less, 
per d.b.h.p. hr. In practice, the train 
loadings allowed would depend on the 
ruling grades. For a rising grade of 1 
in 200, passenger trains of 300 to 600 
tons can be economically handled at 40 
m.p.h., the coal rates being 2°6 Ib., or 
less, per d.b.h.p. hr. Trains of 300 to 400 
tons may be run at 50 m.p.h. for 
coal consumptions of 2-7 or less, 
per d.b.h.p. hr. On a grade of 1 in 
200, up heavy freight traffic extend- 
ing up to 1,000 tons can be handled at 


19,000 LB/HR. 
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20 m.p.h. when 
the coal rate is 
less than three 
33,000 LA/HR. lb, and more 
limited loads of 
400 to 800 tons 


— can be operated 
on a coal rate of 

a se 2°8 Ib., or less, 
at a speed of 30 

-f---+-— - m.p.h. 

24,000 LB/HR. When B:id- 


worth coal _ is 
used, it may be 
said that, so far 
as train loadings 
and specific mean 
speeds are con- 
cerned, the per- 
formance is as 
indicated for 
South Kirkby. 
The difference is 
that relative fuel 
rates with Blid- 
worth coal tend 
to be somewhat 
greater. 

As a case in 
point, the coal 
rate per d.b.h.p. 
hr. for a 350-ton 
train at 50 m.p.h. 
on a level tangent 
would be 3:4 lb. 
in comparison 
with three Ib. for 
South Kirkby. 
Actually, it would seem that the mini- 
mum weight of passenger trains for 
reasonably economical working is about 
300 tons. 

On the other hand, the economical 
working range in medium and _ fast 
freight train working is considerable, 
because of the high powers available, 
and the relatively lower locomotive 
weight, in proportion to the train load- 
ings. For instance, on a level tangent, 
freight trains of 500 up to 1,000 tons 
can be operated economically on a coal 
rate of 2°75 lb. per d.b.h.p. hr., or less, 
at 40 m.p.h., while trains of the same 
weight can be handled on a rising grade 
of 1 in 200 at 20 m.p.h. on a coal rate 
of three lb. per d.b.h.p. hr., or less, and 
the same fuel consumption applies for 
lighter trains of 300 to 700 tons, at 30 
m.p.h. 


LB/HR. 





Fast Freight Traffic 


In fast freight traffic, it seems that 
these engines may be regarded as being 
eminently suitable—more so than in 
passenger traffic, when a lighter loco- 
motive would possibly be a more 
economical power unit. Comparing 
the performance with South Kirkby and 
Blidworth coal in passenger service, the 
respective coal rates Ib. per d.b.h.p. hr. 
for a 350-ton train on a level tangent 
track are: — 


| 


| seusk Kirkby 


M.P.H. Blidworth 
40 3-6 (about) 3-9 (about) 
50 3 3-4 
60 2-6 3-1 
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In fast freight traffic and for 600- to 
700-ton trains on a level tangent, the 
coal rates Ib. per d.b.h.p. hr. would 
be: — 








| South Kirkby | 


M.P.H. | Blidworth 
30 2-7/2-5 3/2-8 
40 2-2/2-1 2-5/2-4 


The lower coal consumptions apply, 
of course, to the heavier train and thus 
indicate the influence of the train 
weight/engine weight ratio on the coal 
tate per d.b.h.p. hr. 

The method followed to augment the 
power output of these locomotives and 
the results achieved are of considerable 
interest and are, moreover, well pre- 
sented in detail by the test report now 
under review. Referring to the supple- 
ment already mentioned, the following 
are particulars of the modifications 
carried out to the locomotives in order 
to increase the evaporative power of the 
boiler. 


Alteration to Firebars 


The work was undertaken at the 
Rugby testing station, with engine No. 
73030. Before this, one alteration had 
already been made to the B.R. class 
“5” engines already in service, namely, 
the substitution of the grid type of fire- 
bars for the Hulson bars originally 
fitted, which had proved unsatisfactory 
with much of the coal regularly supplied 
to these engines. 

The new bars have an air space of 
37-45 per cent of the grate area com- 
pared to 326 per cent for the old bars, 
and the air passages are much more 
direct. The alteration to the firebars 
resulted in an increase of 1,000 lb. per 
hr., in steam production, the front end 
limit being raised from 18,000 to 19,000 
Ib. per hr. when Blidworth coal was 
fired. 

A careful study of work already 
undertaken in the improvement of 
locomotive front ends suggested that a 
blastpipe nozzle of between 5 and 4% in. 
dia. would be more appropriate to the 
capacity of the engine and that the exis- 
ting chimney dimensions would not 
require alteration within this range. 


Blastpipe Caps 

Two alternative blastpipe caps were 
prepared. reduced in size from the 
original 5$ to 5 in. and 4% in. dia. The 
object of these changes was to augment 
the draught, but the engine was also 
indicated so as to measure the i.h.p. 
and steam consumptions which would 
result in consequence of variations in 
the steam pressures registered in the 
blastpipe. 

The evaporations obtained were: 5 in. 
dia. nozzle, 22,000 Ib. of water per hr., 
and for the 4% in. nozzle, 24,000 Ib. per 
hr.. as shown by Fig. 19. 

The following summary gives par- 
ticulars of the maximum rates of 
evaporation attained with each change 
in the size of the exhaust nozzle and 
with the improved grate giving larger 
air spaces for the supply of primary 
air for combustion, compared with the 
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BOILER EFFICIENCY, % 


15 20 25 


COAL, |OOLB/HR. 


Fig. 20—Boiler efficiency per cent, using Blidworth coal 


evaporative performance of the locomo- 
tive as designed and built. 


As built. 54 in. nozzle. 32-6 per cent air spaces. 
Actual evaporation water Ib. per hr. ..- 18,000 
Equivalent PP - ~~ ew 24,750 
Firing rate, coal lb. perhr. ... 2,630 
Water/coal ratio 6-73 


As modified 54 in. nozzle. 37-45 per cent air —, 


Actual evaporation water Ib. per hr. 000 
Equivalent ne ~ “ “s 26,900 
Firing rate coallb. perhr.... 2,890 
Water/coal ratio a a 6-57 
5 in. nozzle. 

Actual evaporation water Ib. per hr. 22,000 
Equivalent ” ” ” ” 30,200 
Firing rate coallb. perhr. ... 3,585 
Water/coal ratio 6:17 
4§ in. nozzle. 

Actual evaporation water Ib. per hr. «.. 24,000 
Equivalent re > * * «.» 33,000 
Firing rate coallb. perhr. ... 4,140 
Water/coal ratio ne Re 5-78 


Comparing the equivalent evapora- 
tions attained with the locomotive as 
originally built and as modified with 
increased air spaces through the grate 
and the 4} in. exhaust nozzle, the equi- 
valent evaporation is increased from a 
maximum of 24,750 lb. to 33,000 Ib. of 
water per hr., equal to an increase in 
heat output of 33:3 per cent. The 
increase in the rates of actual evapora- 
tion with successive changes in the size 
of the exhaust nozzle reduce, as would 
be expected, the values of the water/ 
coal ratio on account of the consider- 
ably higher hourly rates of firing, these 
values falling from 6-73 to 5-78 Ib. of 
water per lb. of coal fired. 

On the other hand, it is of interest to 
note that, at given rates of firing per 
sq. ft. of grate area per hr., there is no 
practical difference in the boiler 
efficiency; that is to say, a single line 
may be taken as representing the over- 
all boiler efficiency throughout the 
whole range of working, whichever 
size of exhaust nozzle is fitted. The 
efficiency of the boiler with the 4} in. 
nozzle and the modified grate when 
Blidworth coal is fired is given by Fig. 
20. This exhaust nozzle and the modi- 
fied grate are now adopted as standard 
for B.R. class “ 5” locomotives. 


Smokebox Temperatures 


Considering the temperatures of the 
products of combustion as measured in 
the smokebox, the temperatures 
opposite the large flue tubes were sub- 
stantially the same independently of the 
size of the exhaust nozzle. For the 
42 in. nozzle, the recorded temperatures 
were 600° F. for a firing rate of 1,500 Ib. 
of coal per hr. and reached 750° F. at 


100 
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the maximum fir- 
ing rate of 4,140 
Ib. per hr. At a 
middle range of 
firing extending 
from 2,000 to 
3,000 Ib. of coal 
per hr., the gas 
temperatures 
were 630 to 700° 
F. 
Temperature 
measurements 


120 


PIPE CAP 


30 35 40 made opposite 
the boiler tubes 
varied within 


narrow limits 
according to the 
size of the nozzle. At the maximum 
rate of firing for the 44 in. nozzle, the gas 
temperatures were again about 750° F., 
while at firing rates of 2,000 to 3,000 
lb. of coal per hr., the temperatures 
registered were just over 630 to slightly 
above 700° F. For the 5} in. nozzle, 
the temperatures ranged from 590 to 
680° F. at firing rates of 1,500 to 3,000 
lb. of coal per hr. 

With the 5 in. nozzle, the tempera- 
tures recorded were just below those 
indicated with the 4 in. nozzle over the 
greater part of firing range with a ten- 
dency to fall in relation to temperatures 
shown with the small nozzle at the 
highest firing rate of about 3,500 Ib. of 
coal per hr. when the respective gas 
temperatures were 720 and 730° F. 

The highest rates of firing and 
evaporation were reached with the 
43 in. nozzle, from which it follows 
that the same applies to the admission 
steam temperatures. At selected rates 
of evaporation, the temperatures of the 
cylinder feed steam were :— 





Temperatures °F. 


Steam Rates 
Ib. per hr. 











| 
| 54 in. 
| 





i 5 in. | 4} in. 
: 7 bn od 
12,000 612 | 617 | 625 
14,000 630 635 641 
16,000 645 653 659 
18,000 660 668 | 672 
20,000 — 682 685 
22,000 — 695 697 
24,000 Balt 708 
! ' 
The exhaust steam pressures 


measured below the exhaust nozzle for 
different rates of evaporation depend 
on the size of the exhaust nozzle, which 
governs, in turn, the pressure and, 
hence, the thermal energy in the steam 
exhausted. In the present case, reduc- 
ing the diameter of the exhaust nozzle 
from 54 to 4% in. increased the exhaust 
steam pressure for any given rate of 
evaporation and, therefore, for any rate 
at which the steam is exhausted, though 
at the same time it also increased the 
rate at which the coal could be “ fired” 
and “ burned” and, therefore, the rates 
of evaporation attainable. 

Curves showing the relation between 
the rate at which the steam is produced 
and the exhaust pressures Ib. per sq. in. 
in the blastpipe for 54, 5, and 4 in. 
nozzles are given in the test report. The 
exhaust pressures computed from the 
three curves giving the exhaust steam 
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pressures for each of the three nozzle 
sizes for different rates of evaporation 
are: — 











Steam Pressures Ib. per sq. in. 
Steam Rates. 
Ib. per hr. 

54 in. | 5 in. | 4§ in. 
12,000 1-5 1-75 1-85 
14,000 2-1 2-35 2-6 
16,000 2:8 3-25 3-6 
18,000 3-6 4°25 4:7 
20,000 os 5-4 6 
22,000 - | 67 7-55 
24,000 a | -- 10 

approx, 








At the maximum rate of evaporation 
of 19,000 lk. of water per hr., obtained 
with the 5} in. nozzle, the corresponding 
steam pressure was 4 Ib. per sq. in., 
and for the 5 and 4 in., 4-8 and 5:3 Ib. 
per sq. in. respectively. 

The smokebox vacuum, inches of 
water in relation to actual evaporations 
and with the 54, 5, and 4} in. exhaust 
nozzles are : — 

















Vacuum Inches of Water 
Evaporation 
water Ib. per hr. 
55 in Sin 4§ in 
12,000 2:4 2°6 2-8 
14,000 3-2 3-35 3-65 
16,000 4 4:2 4:55 
18,000 4:8 5 5-6 
20,000 od 6 6-7 
22,000 — 7 7-9 
24,000 oe a | 9-23 





At the maximum evaporation of 
19,000 Ib. of water per hr. with the 
5i in. nozzle, the vacuum registered was 
5-2 inches of water, and with the 5, and 
42 in. exhaust nozzles, 5-5 and 6:2, 
respectively. 

As already mentioned, when the 
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Fig. 21—Steam rate, 1,000 /b./hr., 
using Blidworth coal 


evaporation tests were made, with each 
change in the size of the exhaust nozzle, 
indicator diagrams were also taken in 
order to determine the indicated horse- 
power and the steam rates per i.h.p. hr. 
as a result of the alterations in the 
diameter of the exhaust nozzles. 
Several graphs are reproduced in the 
bulletin in which steam rates Ib. per 
i.h.p. hr. are plotted for defined speeds 
of 20, 35, 55 and 70 m.p.h., one of which 
is shown by Fig. 21 for a speed of 55 
m.p.h. The line in the graph relates to 
the engine as originally designed. 
(Concluded) 
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Light Alloy Stock for East Africa 


Extensive use of aluminium alloy shows a saving of 
4-7 tons, compared with a similar design in steel 


BRIEF particulars were given in our 

issue of September 24 of the East 
African Railways & Harbours first class 
coaches being built by the Metro- 
politan-Cammell Carriage & Wagon 
Co. Ltd., in which extensive use is made 
of aluminium alloy. Altogether, 34 
first class coaches are being built 
and also a twin restaurant car set. 
Twenty are for the Kenya-Uganda Sec- 
tion and 14 for the Central Section in 
Tanganyika. The coaches are built 
for the metre gauge, and can be con- 
verted to 3-ft. 6-in. gauge. 

The accommodation is divided into 
eight coupé compartments, each seating 


First class side-corridor coach built by the Metropolitan-Cammell Carriage & Wagon Co. Ltd. for the East African 











three persons, or providing sleeping 
berths for two. Seats in adjacent 
coupés face in opposite directions, leav- 
ing the dividing partition unobstructed 
for a pair of hinged doors which 
enable two coupés to be used as one 
large compartment. Each coupé 
measures 5 ft. 04 in. by 6 ft. 33 in. with 
baggage space over the corridor ceil- 
ing. The external appearance is distinc- 
tive, and is enhanced by four mouldings 
which run the full length of the body, 
and tending to reduce somewhat the 
height of the body, which is exaggerated 
by the hinged skirting panels below the 
underframe solebars. 


Railways & Harbours 
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The principal dimensions dre as 
follow :— 
Length over body end panels 60 ft. 
Width over panels. . as 9 ft. 3 in. 
Rail to top of roof 12 ft. 54 in. 
Floor above rail 3 ft. 8¢ in. 
Tare. . 4 24-85 tons 
Bogie centres sh 43 ft. 
Bogie wheelbase .. é ft. 6 in. 


Constructional Details 


The material used for the greater part 
of the body structure is a heat-treatable 
alloy containing silicon and magnesium, 
complying with the requirements of 
B.S. Specification for Aluminium Alloy 
H.10, specially selected for the main 
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Elevation and plan showing the principal dimensions and layout of accommodation 
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The underframe in course of erection; a feature of this is the arrangement 
of M.C.A. coupler gear which is some 20 in. below the top of the solebars 


structure because of its resistance to 
corrosion, and the range of conditions 
of heat treatment in which the alloy is 
available. The use of this material for 
the body structure has resulted in a 
saving of 4-7 tons in the pivot-load when 
compared to the recently built all-steel 
lightweight stock supplied to the East 
African Railways & Harbours by the 
same builders. 


Rectangular Framed Truss 


While there has been no _ revolu- 
tionary departure from normal modern 
practice in the breakdown of the body 
structure, full advantage has been taken 
by the layout of the bodyside to incor- 
porate a rectangular framed truss as 
the main load carrying unit. Each 
bodyside is built in one length extend- 
ing between entrance doors and measur- 
ing 52 ft. 11 in. There are four main 
longitudinal members, two above and 
two below the window openings, all 
composed of extruded section, the 
lower one being of cruciform section. 
The pillars are also formed from 
extrusions; the whole structure is 
covered by 12 s.w.g. alloy panels riveted 
to the members. 

The roof is built in three parts, a 
parallel main centre portion and two 
end canopies. The centre part is built 
as a lattice structure of purlins and 
carlines, arranged in unbroken lengths 
from end to end and side to side respec- 
tively. The framework is formed by 
members spaced at approximately 20- 
in. intervals transversely and longitudi- 


nally, the ‘carlines are a zed section and 
the purlins inverted top-hat sections. 
Roof-sheets are 15-gauge aluminium 
alloy attached by 4-in. dia. rivets. Lap 
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joints are sealed with calico strip and 
D.T.D. 369, a barium chromate pig- 
mented varnish jointing compound; the 
canopies are also of 15-gauge alloy 
sheet. 

The floor structure is composed of 
light-alloy extrusions with the exception 
of the headstocks and bolsters, and the 
complete structure is designed to with- 
stand a buffing load in excess of 100 
tons without damage, this load being 
transmitted by the M.C.A. type coupler. 
Tests on a completed bodyshell gave a 
deflection of approximately 0-01 in. 
per ton. 

Bogie Design 

The bogie, which is of all-steel con- 
struction, is 11 ft. over headstocks and 
has a wheelbase of 6 ft. 6 in. It is 
stated to be a development from the 
original Timmis type of bogie, which 
has been in service on E.A.R. for many 
years; the bogie is a combination of 
welded assemblies riveted together. The 
body is supported by a conventional 
cast-steel centre pivot mounted on a 
bolster of box section, which extends 
through the soleplates, where it is 
carried outside the bogie frame on 
helical springs mounted concentrically 
on two inclined hangers each side which 
have + 14 in. free movement in the 
lateral direction. 

Vertical oscillation is controlled by 
hydraulic dampers of telescopic type, 
positioned beside and parallel to the 
inclined springs and hangers. Axlebox 
suspension is by 3 ft. 6 in. leaf springs 
and rubber auxiliaries. The total deflec- 
tion under load is 5 3/16 in. British 
Timken roller-bearing axleboxes and 
guides are fitted with manganese-steel 
liners. Provision is made for position- 


Interior of the compartment showing the layout ard communicating door 
between adjacent coupés 
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ing the brake gear on conversion to the 
3-ft. 6-in. gauge. Mintex bushes are 
fitted to the brake gear. 


Arrangement of Accommodation 


Sleeping accommodation is provided 
for 16 passengers, or daytime seating for 
24, in double coupés with hinged com- 
municating doors. Access to compart- 
ments is by side corridor. The interior 
finish is simple, extensive use being 
made of plastic finishes. Roof panels 
are of an ivory stoved finish on hard- 
board, with an ivory plastic veneer over 
the luggage recesses in the corridor ceil- 
ings. The walls, also finished with 
plastic veneers in plywood, are in two 
tones, pink above the waist rail and grey 
to the floor. The upper and lower 
berths, together with seat backs and 
arm-rests are fitted with Dunlopillo 
cushions and covered with Bedford cord 
upholstery. 

The floor is of 16-gauge aluminium 
troughing, which, with the exception 
of the toilet compartments, is covered 
with a layer of cork, covered with 
linoleum, pile carpets are provided in 
the compartments. Entrance vestibules 
are finished ,in a green plastic. Cover 
strips and mouldings are of polished 
aluminium extrusions with black plastic 
inserts. With the exception of one 
experimental car for the K.U. Section, 
windows are of the normal full-drop 
type with gauze screen and blinds, the 
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Bolster and springing arrangements of bogie 


experimental car is fitted with electro- 
Vhydraulic window gear. 

Insulation is by glass wool blankets 
approximately } in. thick held in light 
timber frames. The insulation is pro- 
tected by Bakelised sheet, which also 
prevents moisture reaching the interior 
panels. Exterior body panels and roof 
are polished and unpainted, bodysides 
are relieved by maroon lines painted in 
the troughs of the longitudinal mould- 
ings. 

Both compressed air and vacuum 
brake systems are in use on the East 
African Railways. The 20 carriages for 
the K.U. Section are fitted with air 


brakes, but with provision for vacuum 
brakes to be fitted when required. Those 
for the Tanganyika Section have 
vacuum brakes. 

Water supply is provided by two 150- 
gal. tanks mounted in the underframe, 
from which a 30-gal. service tank in the 
roof is replenished automatically by 
electric water-raising equipment, the 
operation of which brings into action 
Clorocel equipment for sterilising drink- 
ing water; drinking water is also filtered. 

Electric power is provided by a 100- 
amp. generator mounted beneath the 
floor, and belt-driven from the bogie 
axle. The system is 24/32V. 








Portable Air Compressors 


Lightweight Pescara-Muntz model 


LIGHTWEIGHT model of the 
P.42H, Pescara-Muntz free- 
piston air-compressor, which was de- 
scribed and illustrated in our Novem- 
ber 28, 1952, issue has now been 
produced. This has, like the standard 
model, an output of 105 cu. ft. f.a.d. 
at a maximum operating pressure of 
100 Ib./sq. in. 

The differences between the two 
machines are in the chassis and canopy. 
Incorporated in the chassis of the stan- 
dard P.42H are two supplementary air 
receivers, which together with the one 
cu, ft. capacity primary receiver, give a 
total receiver capacity of six cu. ft. 
This additional capacity, with the con- 
stant adjustment of output, which is 
characteristic of free-piston com- 
pressors, enables the compressor to 
supply sufficient air for the intermittent 
operation of tools requiring an output 
greatly in excess of 105 cu. ft. 

The chassis of the lightweight model 
is of lighter construction than the stan- 
dard type, and does not incorporate 
additional air receivers; it is also fitted 
with smaller tyres. Furthermore, lock- 
up accommodation for a complete set 
of pneumatic tools and two hoses pro- 
vided on the standard model is not in- 
cluded in this lightweight machine. The 
engine and all working parts are exactly 
the same in both models, which consists 


of one diesel cylinder in which two 
pistons operate in an opposed motion. 
At the other end of one diesel piston 
is the compressor piston supplying air 
to the receiver; at the other end of the 
other piston is the cushion piston pro- 
viding return energy for the next stroke. 
Both the standard and lightweight 





models can be supplied without towing 
equipment, road wheels and springs 
for lorry mounting or for use as 
stationary compressors. Mackay Indus- 
trial Equipment Limited, Faggs Road, 
Feltham, Middlesex, has been appointed 
concessionaire for the British-made 
Pescara-Muntz free-piston compressors. 


Lightweight PesearasMuntz free-piston air compressor 
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Pre-stressed Concrete Bridge near Nottingham, 
London Midland Region 


A single-line, through-type, 60-ft. skew span 





Three-quarter view of new bridge showing the skew, steps and sidewalks 


T HE widening of the Nottingham- 

Mansfield section of the London 
Midland Region necessitated the con- 
struction of a new single-line through- 
type pre-stressed concrete bridge of 60- 
ft. span, to carry the down main line 
over the River Leen at Radford 
(Nottingham). The reasons for the 
selection of this type of bridge will be 


found in an editorial note in this issue. 
The substructure of the new bridge, 
which is parallel to and close alongside 
the old, consists of mass-concrete abut- 
ments faced with brickwork built on the 
continued alignments of the old abut- 
ments, namely at 40 deg. skew with the 
track centre line. They were constructed 
inside steel sheet-piling cofferdams. 


GAS TUBE HANDRAILING~ * 


Meehanite cast-iron rocker bearings for 
the main girders were set in position 
before work on the superstructure 
began. 

The I-section main girders are 6 ft. 
deep and have flanges 2 ft. 3 in. wide 
and webs 9 in. thick. They are spaced 
at 12-ft. centres, and between them at 
bottom-flange level is a 10-in. thick 
floor, which like the girders is of pre- 
stressed concrete. 


Pre-stressing Details 
Pre-stressing in each girder was 
effected with three Magnel-Blaton 


cables, two straight ones in the bottom 
flange, each composed of 40 wires, 
0:276-in. dia., and the third in the web 
and bottom flange comprising 32 wires, 
also 0:276-in. dia., but curved. The floor 
is thickened at each end to form a skew 
end beam spanning between the main 
girders at the. bearings, and the whole is 
pre-stressed by means of 61 Freyssinet 
transverse cables, each composed of 
12 wires, 0°20-in. dia. 

The whole span was concreted in situ, 
using ready-mixed concrete of a speci- 
fied 28-day strength of 7,000 lb. per 
sq. in. and with the addition of a 1 per 
cent plasticiser to assist in obtaining a 
compact concrete. This was particu- 
larly necessary around the cables at 
each end of the bridge, where, owing to 
the skew, the cable arrangement was 
rather complicated. Internal vibrators 
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Cross-section of new span, showing cables and abutment 


were used throughout the work. Con- 
creting proceeded in three stages: — 
(1) Half the length of the floor and 
bottom flanges of the main girders: 
(2) the remaining half of the floor; and 
(3) the webs and top flanges of the main 


girders. Both steel and timber forms 
were used, supported on a falsework of 
steel beams erected on the new abut- 
ments at each end and on temporary 
piles which were driven into the river 
bed at mid-span. 


The site work was carried out by 
direct labour to the design of the 
Regional! Headquarters Bridge Office 
under the direction of Mr. J. Taylor 
Thompson, Civil Engineer, British Rail- 
ways, London Midland Region. 








SUSPENSION OF IMPORT DUTIES ON TIN- 
PLATE AND TINNED SHEETS.—The Govern- 
ment has decided to suspend the import 
duties on tinplate and tinned sheets until 
September 18, 1955. The Order giving 
effect to the suspension of the import duties 
is the Import Duties (Exemptions) (No. 8) 
Order, 1954 (S.I. 1556), which came into 
force on November 29. Some imports of 
tinplate will be allowed from the U.S.A. 
in view of the increasing demand which 
despite expanding home production cannot 
be fully met at the present time. The quan- 
tities of tinplate to be imported will be 
determined in the light of developments in 
supply and demand. The licensing arrange- 
ments for imports of tinplate, as for some 
other finished and semi-finished iron and 


steel products from Western European and 
other non-dollar sources, will continue 
substantially unchanged. 


CAROL CONCERT FROM EUSTON GREAT 
HALL.—A programme of Christmas carols 
sung by a choir formed of members of all 
grades of London Midland Region staff at 
Euston will be broadcast on the B.B.C. 
Light programme from the Great Hall, 
Euston, between 6.15 p.m. and 6.45 p.m. on 
December 23. Sir Brian Robertson, Chair- 
man of the British Transport Commission, 
and Lady Robertson, and Mr. J. W. 
Watkins, Chief Regional Manager, London 
Midland Region, and other London Mid- 
land Region officers and their wives will 
join in the singing. The carols will be 


announced by the Rev. W. P. Baddeley, 
vicar of St. Pancras. During the singing 
of the carols a collection will be made on 
behalf of children’s hospitals in the Lon- 
don area. 


EXCURSIONS FROM STATIONS NORMALLY 
CLOosED.—Excursions are being operated 
from Kirbymoorside, Nawton, Helmsley, 
Gilling, and Coxwold, North-Eastern 
Region stations from which the regular 
passenger service was withdrawn nearly 
two years ago. This restoration of special 
passenger train facilities is at the request of 
people living along the branch to give them 
the opportunity of visiting York and Leeds 
for Christmas shopping and _ football 
matches. 
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A NEW type of locomotive weighing 

machine has been installed at 
Crewe Locomotive Works, London 
Midland Region. It was designed and 
built by Henry Pooley & Son Ltd., and 
can accommodate all classes of British 
Railways locomotives. 

The complete unit consists of seven 
pairs of tables each 7 ft. long, spaced 
4 in. apart, giving 14 individual wheel 
weighing units, each of which has a 
weighing capacity of 20 tons, with the 
weight registered on a dial indicator 
graduated by one-cwt. divisions. 

Features of the installation are : — 

(a) Elimination of dead sections be- 
tween each pair of tables. 

(b) Immediate indication of all wheel 
weights on the dial indicators, enabling 
the operator to observe the weight varia- 
tions as spring adjustments are made. 

(c) Locomotives are positioned cent- 
rally on the rails by the provision of 
check rails on each table. 


Illuminated Walkway 


(d) A walkway is provided down the 
centre of the tables; this is 2 ft. 6 in. 
deep and 1 ft. 4 in. wide at the lower 
part, opening out to 2 ft. 3 in. at the 
top; it is equipped with fluorescent 
lighting. 

(e) All dial indicators are fitted with 
a coupled relieving mechanism, and are 
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New Type of Locomotive Weighing Machine at Crewe Works 


All dial indicators fitted with coupled relieving mechanism 
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Walkway lighting and (right) arrangement of dial indicators 


put in gear by the operation of a cent- 

rally placed lever; illumination of the 

dials is by fluorescent light fittings. 
The machine is housed in a building 


with fluorescent lighting, roof vents, and 
sliding doors at each end. Outside the 
building is an inspection pit, also 
equipped with fluorescent lighting. 








Torque Arm Speed Reducer 


Reduction unit mounted directly on driver shaft 


HAT is stated to be the first shaft- 
mounted speed reducer to be 

made in this country has been developed 
by J. H. Fenner & Co. Ltd., Hull. 





<a 


Fenner Torque-Arm, shaft-mounted speed reducer with vee-belt 


Known as the Torque-Arm_ speed 
reducer, it is manufactured in four 
standard sizes, has a fixed reduction of 
15 to 1, and power ratings of up to 12 





ene 


drive, and 


ast 


Taper-Lock pulleys 





h.p. With the addition of a vee-belt 
drive, final fixed speeds of from nine 
and up to 134 r.p.m. are attained. The 
range of application includes elevators, 
conveyors, mixers, and similar slow 
speed machinery. 

The reduction unit mounts directly 
on the drive shaft. It is secured simply 
by locking the drive shaft into the bore 
of the reduction unit by means of a 
collar at either end, and anchoring the 
torque arm to the nearest fixed object 
as shown in the accompanying illustra- 
tion. Bushes are available to adapt the 
shaft diameter to the bore diameter, 
where necessary, the important feature 
of mounting is that it dispenses with a 
bedplate and couplings, and therefore 
lining up. 

A wide range of final fixed speed 
variation is attainable by using different 
dia. Fenner Taper-Lock pulleys. 
The vee-belts also assist in absorbing 
shock loads, and tensioning is simpli- 
fied by the turnbuckle adjustment on the 
torque arm. The reduction unit incor- 
porates helical steel gears shaved for 
quiet running; they are also heat treated. 
Ample capacity deep grooved ball bear- 
ings facilitate smooth running, and steel 
covered spring-loaded neoprine oilseals 
are fitted. The cast-iron housing is 
designed for minimum weight. 
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RAILWAY 


PERSONAL 


The following is an extract from the 
second supplement to The London Gazette 
of Tuesday, December 7, 1954:— 

Regular Army 

The undermentioned Brigadier (Temp- 
orary Major-General) to be Major-General 
on the date shown :— 

A. T. de Rhe Philipe, C.B., O.B.E. (34389), 
late R.E., August 21, 1954. 


Mr. A, Endicott 


Chief Estate & Rating Surveyor, 


B.T.C., 1948-54 


Mr. A. Endicott, M.B.E., F.R.I.C.S., 
Chief Estate & Rating Surveyor of British 
Transport Commission (Railways), who is 
retiring on December 31 this year, was 
educated at Tiverton Grammar School. 
In 1903 he was articled to Messrs. Marwood 
J. Cross & Company, Land Agents, Valuers 
& Auctioneers, Weston-super-Mare. At 
the same time he became a pupil of the 
Assistant Surveyor to the local Urban 
District Council. During the 1914-18 war 
he was commissioned in the R.F.C., and, 
at the personal request of the late Lt.- 
Colonel Sir Henry Fowler, later Chief 
Mechanical Engineer, L.M.S.R., he was 
transferred to the Royal Aircraft Factory, 
Farnborough, where he assumed duty as 
Officer in Charge of Labour & Housing 
and Liaison Officer with Aldershot Com- 
mand. In 1919 he became Director of 
Housing Management in the Ministry of 
Munitions, in which capacity he was 
responsible for the administration of some 
23 housing estates in the United Kingdom 
to acco: te munition workers and 
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service personnel during the 1914-18 war. 
When departmental control passed to 
H.M. Office of Works Mr. Endicott remained 
responsible for administration. He also 
conducted the disposal of Government 
estates involving some millions of pounds. 
In 1926 he took charge of that branch of 
the Lands Directorate of H.M.O.W. con- 
cerned with the purchase and leasing of all 
sites and buildings in London and South- 
East England for all civil departments’ 


ae 
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NEWS SECTION 


Line, Luxor, and, the following year, he was 
appointed Chief Inspector of the Luxor- 
Assouan line. In 1909, he became General 
Superintendent of that line, and, in 1911, 
he was appointed Divisional Superintendent 
(Upper Egypt), Minieh. In 1913, he became 
Assistant Chief Mechanical Engineer, Cairo, 
and, in 1920, General Secretary, General 
Manager’s Department, Cairo. He was 
appointed Assistant General Manager, 
Western Oases Branch, in 1922. 


Mr. P. G. C. Peyton 


purposes, as well as the allocation of the 
latter. In 1936 he was appointed Estate 
Surveyor, Southern Railway, and, in 1939, 
he also took over responsibility for all 
rating matters, being re-designated Estate & 
Rating Surveyor. He became Chief Estate 
& Rating Surveyor, Railway Executive, on 
the establishment of that organisation in 
1948, and has continued in that office under 
the British Transport Commission. During 
the 1939-45 war he was Chairman of the 
Surveyors’ Committee of the wartime Rail- 
way Executive Committee. When this 
Committee was re-established he continued 
in that office, as he has since October 1, 
1953, under the egis of the British Transport 
Commission. 


We regret to record the death on Dec- 
ember 10, at the age of 74, of Mr. Joseph 
Maudslay, Assistant General Manager, 
Western Branch, Egyptian State 
Railways, 1922-24. Mr. Maudslay joined 
the service of the Egyptian State Railways 
in 1906, as Assistant Superintendent of the 


Appointed Chief Mechanical Engineer, 
Western Railway, India 


Mr. P. G. C. Peyton, M.I.Loco.E., Chief 
Mechanical Engineer, North Eastern Rail- 
way, India, who, as recorded in our October 
22 issue, has been appointed Chief Mechani- 
cal Engineer, Western Railway, India, 
served a pupilage with the L.M.S.R., and 
one of its constituents, from 1918 to 1924. 
He joined the South Indian Railway as 
Assistant Mechanical Engineer in 1924 and, 
two years later, was appointed District 
Mechanical Engineer. In 1941 he joined 
the Royal Indian Engineers rising to the 
rank of Lieutenant Colonel and becoming 
Assistant Director of Transportation Direc- 
torate, Baghdad, in charge of Railway Mech- 
anical Engineering. Mr. Peyton returned 
to duty with the South Indian Railway in 
1944 and was promoted to be Deputy Chief 
Mechanical Engineer at Golden Rock in 
1945. He acted as Chief Mechanical 
Engineer, South Indian Railway, from 
August to October, 1947, and between 
February and November, 1948, was 
pointed Chief Mechanical Engineer, 
Tirhut Railway, in February, 1950, and 
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Mr. D. D. Bartlett 


Appointed Deputy General Manager, 
Malayan Railway 


became Chief Mechanical Engineer, North 
Eastern Railway, after the re-grouping in 
April, 1952. 


Mr. D. D. Bartlett, A.M.Inst.T., Chief 


Operating Superintendent, East African 
Railways & Harbours, who has_ been 
appointed Deputy General Manager, 


Malayan Railway, obtained station and 
headquarters office experience with the 
G.W.R., which he joined in 1931. He was 
later selected for a course of specia! training, 
which terminated just before the outbreak 
of war. In 1940, he was seconded to the 
Railway Executive Committee, and, in 
June, 1941, became Junior Assistant to 
the District Traffic Manager, Plymouth. 
After appointments in the Gloucester and 
Bristol divisions, he became Assistant Divi- 
sional Superintendent, Gloucester, in 1943, 
and was transferred to Bristol in a similar 
position in 1945, becoming Senior Assistant 


Mr. A. J. White 


Appointed Assistant Chief Regional Manager, 
Eastern Region 


a year later. In December, 1948, Mr. 
Bartlett resigned his appointment with 
British Railways on accepting the position 
of Assistant Superintendent, East African 
Railways & Harbours. On arrival in 
East Africa he was stationed at Dar-es- 
Salaam. He was appointed Chief Operating 
Superintendent in 1952. Mr. Bartlett is a 
Brunel Transport Medallist of the London 
School of Economics. 


Mr. A. J. White, Assistant Chiet Regional 
Officer, Eastern Region, British Railways, 
who, as recorded in our December 10 issue, 
has been appointed Assistant Chief Regional 
Manager, Eastern Region, was educated at 
Bedford Modern School and joined the 
Great Northern Railway at Peterborough, in 
1913. During the 1914-18 war, he served 
with the Artists’ Rifles, and was commis- 
sioned to the Northamptonshire Regiment. 
When the Traffic Apprenticeships scheme 





Mr. G. M. Booth 


Appointed District Operating Superintendent, 
Norwich, Eastern Region 


Mr. J. R. Brown 


Appointed General eet Agent, 
Vancouver, C.N.R. 


Mr. A. J. Johnson 


A ppointed District Commercial Superintendent, 
Stoke-on-Trent, L.M. Region 


was inaugurated in the Southern Area of the 
L.N.E.R. in 1923, Mr. White secured the 
first place by examination and, after periods 
of training in the commercial, operating and 
locomotive running departments, he held a 
succession of positions in the Eastern 
Counties, at Edinburgh, and at York. In 
1929, he entered the Chief General Manager’s 
Office as Assistant to the Industrial Agent, 
and in 1933, was appointed Commercial 
Advertising Agent to the L.N.E.R. From 
1940, he was closely associated with the 
formation of Home Guard units and later 
commanded the 17th City of London 
Battalion, H.G. He became Chief of Police, 
Southern Area, L.N.E.R., in 1943, Advertis- 
ing Manager, L.N.E.R., in 1945, and 
Advertising Officer to the Railway Executive 
in 1948. Mr. White was transferred to 
Liverpool Street as Assistant Chief Regional 
Officer, Eastern Region, in October of that 
year. 





The late Mr. E. T. Hippisley 


Manag:r, Traction qe (Sales & 
re) 


Engineering), B.T.H. Ltd., 1936-54 
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Mr. A. J. Johnson, District Commercial 
Superintendent, Cambridge, Eastern Region, 
British Railways, who, as recorded in our 
December 10 issue, has been appointed 
District Commercial Superintendent, Stoke- 
on-Trent, London Midland Region, was 
educated at Stand Grammar School, Man- 
chester, and St. Catherine’s College, Cam- 
bridge. He joined the former L.N.E.R. as 
a traffic apprentice in 1928, and, after training 
in commercial and operating work, gained 
experience in the Chief General Manager’s 
Office ¢, Kings Cross, subsequently holding 
positions at Newcastle, Sunderland, Hull 
and York. Mr. Johnson became Goods 
Agent, Hull, in 1939 and returned to Sunder- 
land in 1945 as Acting District Super- 
intendent. In 1945 he became District 
Passenger Manager, Leeds, L.N.E.R., and, 
in 1949, was appointed District Commercial 
Superintendent, Cambridge, the position he 
leaves for his new appointment at Stoke. 
Mr. Johnson has been a British Transport 
Commission representative on the Area 
Transport Users Consultative Committee for 
East Anglia since its inception in 1951, and 
is a Member of the Institute of Transport. 


Mr. G. M. Booth, Assistant District 
‘Operating Superintendent, Stratford, Eastern 
Region, British Railways, who, as recorded 
in our November 19 issue, has been appointed 
District Operating Superintendent, Norwich, 
entered the service of the former Great 
‘Central Railway as a clerk in the District 
Superintendent’s Office, London, in Sep- 
tember, 1918. He subsequently occupied 
various positions until in 1927, he was 
appointed a Traffic Apprentice. Mr. Booth 
‘was appointed Assistant Yardmaster, Spit- 
alfields, in October, 1932, and Assistant 
Stationmaster, Liverpool Street, in April, 
1935. He became Stationmaster at Bethnal 
Green (in charge of Cambridge Heath and 
Coburn Road) in October, 1936, at Ilford 
in June, 1937, and at Ipswich in May, 1940. 
He moved to Norwich in February, 1941, 
as Assistant to the District Superintendent 
and, between January and November, 1944, 
was Assistant District Superintendent 
(Acting), Lincoln, which position he vacated 
on becoming Stationmaster, Liverpool Street. 
He remained at Liverpool Street until June, 
1951, when he took up the position of 
Assistant District Operating Superintendent, 
Stratford. Mr. Booth took up his new 
duties at Norwich on November 22. 


Mr. J. R. Brown, Assistant Foreign 
Freight Agent, Canadian National Railways, 
has been appointed General Freight Agent 
at Vancouver, succeeding Mr. W. A. Whyte, 
who retired on November 30 after 43 years 
of service. Mr. Brown was born in New- 
burgh, County Fife, Scotland. He joined 
the C.N.R. in 1914 as a clerk in the Freight 
Department at Winnipeg, and served succes- 
sively as Tariff Clerk there, Chief Clerk in 
the District Freight Office at Saskatoon 
and at Calgary, Freight Traffic Represen- 
tative at Winnipeg, and District Freight 
Agent at Port Arthur. He moved to 
Montreal as Assistant Foreign Freight 
Agent in 1949. 


We regret to record the death on Decem- 
ber 9, in his 62nd year, of Mr. E. T. 
Hippisley, M.A., A.M.Inst.C.E., M.I.E.E., 
M.I.Mech.E., Manager of the Traction 
Department (Sales & Engineering), British 
Thomson-Houston Co. Ltd. Throughout 
his professional life Mr. Hippisley devoted 
himself to electric traction, in which subject 
he was an acknowledged authority. After 
matriculating at St. Peter’s College, West- 
minster, Mr. Hippisley entered Trinity, 
but, his Honours Course in Engineering at 
Cambridge being interrupted by the 1914-18 
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war, it was not until June, 1919, that he 
graduated with a B.A. degree. In February, 
1920, he entered on a three-year post- 
graduate apprenticeship with the British 
Thomson-Houston Company. He joined 
the staff of the Traction Department early 
in 1923, where for a time he specialised in 
the electrical design of traction motors. 
From 1929 onwards he was responsible for 
heavy-traction contracts involving electric 
and diesel-electric locomotives. In June, 
1936, he was appointed Manager, Traction 
Department. Mr. Hippisley lectured and 
wrote widely on electric traction, gaining a 
special Premium for his paper on “ Choice 
of Electric Traction—Motor Equipment ” 
published in /.E.E. Journal in 1935. 


Mr. R. J. Powell, District Operating 
Superintendent, Derby, London Midland 
Region, British Railways, has been appointed 
District Operating Superintendent, Not- 
tingham (Midland). 


Mr. S. H. Gould, Assistant (Passenger 
Services) to Operating Superintendent, 
London Midland Region, British Railways, 
has been appointed Assistant Operating 
Superintendent, London Midland Region. 


Mr. W. Bradley, Assistant to the Divisional 
Motive Power Superintendent, Manchester, 
London Midland Region, British Railways, 
has been appointed District Motive Power 
Superintendent, Springs Branch, Wigan, 
London Midland Region. 


We regret to record the death, on Dec- 
ember 9, at the age of 69, of Dr. Joseph 
Escher, Vice-President of the Swiss Federal 
Council and head of the Department of 
Ports & Railways. 


Mr. David Mowat Watson has succeeded 
Mr. W. P. Shepherd-Barron as President 
of the Institution of Civil Engineers for 
the year 1954-55. 


Mr. J. C. B. Wakeford, C.M.G., of 
Messrs. Rendel, Palmer & Tritton, has 
been elected a Member of the Institution of 
Civil Engineers. 


Mr. G. W. O. Moore has succeeded 
Sir Ernest A. S. Bell as a Director of the 
Pondicheri Railway Co. Ltd. Sir Ernest 
Bell resigned from the board of the company 
during the year because of ill health. 


Mr. James Ritchie has been appointed 
Financial Director of the British Aluminium 
Co. Ltd., as from January 1, 1955. He will 
relinquish his position as Secretary and will 
be succeeded in that appointment by Mr. 
H. A. Woodroffe. 


Mr. G. W. Battensby, M.B.E., has been 
appointed General Manager of the York- 
shire Woollen District Transport Co. Ltd. 
He will take up his appointment on Jan- 
uary 1, 1955. Mr. Battensby is at present 
Traffic Manager of the Northern General 
Transport Co. Ltd. 


Dr. A. J. Hayter, formerly head of the 
processes projects initiation department of 
Head, Wrightson & Co. Ltd., has now 
taken up an appointment with Sharples 
Process Engineers Limited, whose London 
office has recently been moved to Brookfield 
House, 62, Brook Street, W.1. 


Mr. Henry F. Spencer has been appointed 
as Chairman of the British Institute of 
Management in succession to Sir Hugh 
Beaver, who retired from that office on 
December 1. Mr. Spencer is Managing 
Director of Richard Thomas & Baldwins 
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Limited, and a Director of the Steel Com- 
pany of Wales Limited. 


Mr. F. J. Mayor, M.I.Mar.E., A.M.I.- 
Mech.E., has been nominated to serve as 
President of the Diesel Engine Users’ 
Association during 1955. 


We regret to record the death, on 
November 19, of Mr. G. S. Ramage, 
Secretary of the Harland Engineering Co. 
Ltd. since 1923, and Financial Director 
since June, 1953. 


Mr. P. R. Dunn, B.Sc., M.I.E.E., Deputy 
Chief Engineer, British Insulated Callender’s 
Cables Limited, has been appointed Chief 
Engineer. He succeeds Mr. D. T. Hollings- 
worth who has recently been appointed to 
the board of the company. Mr. Dunnis is the 
present Chairman of the Mersey & North 
Wales Centre of the Institution of Electrical 
Engineers. 


We regret to record the death of Mr. 
Harold Barker, Manager of the Newcastle- 
upon-Tyne office of Babcock & Wilcox 
Limited. 


The Council of the Institute of Welding 
has awarded the Sir Witham J. Larke 
Medal for 1954, to Dr. C. L. M. Cottrell 
for his paper “‘ Hydrogen—Barrier to Weld- 
ing Progress?” Dr. Cottrell, who was until 
recently a member of the staff of the British 
Welding Research Association, is now on the 
research staff of the English Electric Co. 
Ltd., at Rugby. 








MoTorRISED BENCH POWER PRESSES.—A 
new automatic feed, specially designed for 
use with their Worcester range of bench 
power presses, is announced by Jones & 
Attwood Limited, of Stourbridge, Wor- 
cester. The feed is of the single side roll 
type, and pulls the stock through the tool. 
It has a feed movement infinitely variable 
up to $ in. maximum, and the rollers will 
take stock up to four in. width. The 
equipment can be fitted to all six-ton Wor- 
cester presses, which are made in six- 
three-, and two-ton standard sizes, and 
can be supplied fully motorised, or without 
electrical equipment for line or- counter- 
shaft drive. Specially geared automatic 
roll feeds giving movements infinitely 
variable up to 34 in. can also be supplied, 
while feeds of all types will be quoted for. 


ARGONAUT WELDING EQUIPMENT.—Experi- 
ments in the uses of Argonaut welding 
equipment have, it is said, been carried 
out by the manufacturers, the British 
Oxygen Co. Ltd., and the United Steel 
Companies Limited. Formerly, the use of 
the process has been confined to welding 
light-alloys, stainless steel, and copper base 
alloys. During the experiments the equip- 
ment was found satisfactory for welding 
certain qualities of carbon steels in all 
positions, with the exception of vertical 
fillet and butt welds. A number of tests 
showed that the porosity problem could 
be overcome, and sound welds of proper 
strength and metallurgical quality were 
obtained in semi-killed boiler quality steel, 
and fully-killed pressure vessel quality 
steel. The metal deposited in butt welds 
in these steels had a greater strength than 
the parent metal, both in the as-welded and 
stress-relieved condition. The _ tensile 
strength of the weld specimens is quoted 
as 36 tons/sq. in—as deposited, and 34 
tons/sq. in.—stress relieved, while the 
bend tests showed adequate ductility. 
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Ministry of Transport Accident Report 


Between Speke Junction and Ditton, January 27, 
1954; British Railways, London Midland Region 


Colonel W. P. Reed, Inspecting Officer 
of Railways, Ministry of Transport and 
Civil Aviation, inquired into the derail- 
ment which occurred at about 10.25 p.m. 
on January 27, 1954, between Speke Junc- 
tion and Ditton when the 8.30 p.m. 3-coach 
passenger train, Birkenhead to Liverpool, 
drawn by Class 4 2-6-4 tank engine No. 
42564, struck a pair of wheels and axle 
which had become detached from a 
derailed wagon of the 9.50 p.m. freight 
train, Edge Hill to Northampton, consist- 
ing of 47 wagons and a 20-ton brake van, 
drawn by a Class 5 M.T. 4-6-0 tender 
engine, with vacuum brake in operation on 
the first 11 wagons. The vacuum cylinder 
assembly, not then in use, on the 34th 
wagon, Lowfit No. B. 451088, had fallen 
down and initiated the derailment of the 
rear 12 wagons and van. 





weighs about 3 cwt., consists of the cylin- 
der casing, cylinder and piston and is | ft. 
14 in. dia. and 1 ft. 43 in. high. It is 
suspended by two trunnions resting in 
brackets on the underframe. The piston 
rod, screwed into the piston, extends 
downwards through the base of the casing 
to the countershaft of the brakegear to 
which it is attached by a pin joint. No 
locking device is considered necessary for 
this screwed connection as there is too 
much friction for the piston to rotate 
inside the cylinder and become unscrewed, 
while the rod is prevented from rotating 
by the fastening to the countershaft arm. 

The trunnion is a mild steel stamping 
comprising a short barrel 14 in. in dia. and 
14 in. long, rising from a base plate strip 
welded to the cylinder casing. The modern 
design of the trunnion and base shows it 
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Drawing showing on left trunnion which failed on Lowfit wagon No. B. 451088 
and, on right, a similar one correctly machined 


to a different design, as indicated on the 
drawing opposite, which had been used 
by the manufacturers for many years in 
agreement with certain of the railway com- 
panies before nationalisation. A hollow 
or dimple had been pressed into the end 
of the trunnion and a deeper one through 
the plate into the base. The deep dimple 
in the base was not necessarily a weakness 
and may well have been introduced by 
the manufacturer to assist the stamping 
operations. However, it caused the thick- 
ness of metal in the root of the trunnion 
to be reduced, leaving little margin for 
variations in the final machining. The pro- 
cesses adopted for that were faulty in that 
the cylindrical external surface was eccen- 
tric from the dimpling, and the junction 
of the trunnion and the base plate had 
been finished off without the radius of 
4 in. which should have been present. The 
width of the fracture at one place was 
#% in. whereas diametrically opposite it 
was 7% in. The machining to a sharp angle 
had of course contributed to the reduction 
of metal in the root of the trunnion; it 
also established a stress concentration zone 
in which fatigue flaws might develop. The 
fractured surfaces on the base plates 
which were still firmly welded to the 
cylinder casing, also showed variations in 
thickness of the metal. Furthermore, 
though one of these fractures was new, 
the other was partly new and partly old. 
The trunnions were made by one firm, the 
work of fixing to the cylinder casing and 
final machining done by another. 


Course of Events 


The driver of the freight train knew 
nothing about the occurrence until a pull 
made him think the guard was trying to 
indicate to him that they would be stopped 
and thus was not surprised to find the 
Ditton Junction signals against him. His 
train was crossed from up slow to up fast 
at Speke Junction and was travelling 
slowly there. The 34th wagon had just 
passed the facing points when the assembly 
dropped on the track and was dragged 
along by the piston rod but being free 
to rotate became unscrewed and detached 
from that rod before the wagon cleared 
the crossover trailing poifts. It derailed 
a pair of wheels of the 36th wagon 
towards the down fast line. (The 
assembly was found in the 4 ft.) This 
wagon travelled thus for 14 miles when 
the axle broke loose and brought about 
the derailment of the remaining 11 and 
the van. The train became divided 
between the 31st and 32nd and 25th and 
26th wagons, split into three parts. The 
engine and 25 wagons proceeded towards 
Ditton, the next 6 following with slowly 
widening gap. The third portion consist- 
ing of the last 16 vehicles, with the last 
13 derailed, caused severe damage to the 
up fast line for about 200 yd. until it 
stopped with the van just beyond the loose 
pair of wheels lying astride the left-hand 
rail of the down fast. More or less in line 
and most on the cess side, the derailed 
wagons caused a break in the telegraph and 
block wires. 

When the train stopped at Ditton Junc- 
tion the fireman, going to the guard, 
reached the 20th wagon when the second 
portion collided slowly with the first. He 
returned to find the driver had gone to 
the signal box. The guard had not noticed 
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the initial derailment but had been look- 
ing forward when the main one happened 
and applied his brake but the van became 
derailed. Severely shaken he got down, 
saw the wheels foul of the down fast and 
heard the passenger train approaching. 
He waved a red hand signal. 

The signalman at Woodside Sidings, 
between Speke and Ditton, did not notice 
the freight train to be divided, but seeing 
no tail lamp sent “stop and examine.” 
Trying to communicate with Speke Junc- 
tion he found the telephone line dead and 
the block circuits out of order. 

The driver of the passenger train said 
he was travelling at about 60 m.p.h. and 
on seeing the red lamp made a full brake 
application. They struck the obstruction, 
became derailed but remained in line 
until stopped about 100 yd. ahead. It is 
probable, however, that he was running 
at only 45 m.p.h., not 60. A signalman, 
who joined the train at Ditton, assisted the 
guard by going rapidly along and stop- 
ping a freight train on the up slow the sig- 
nals for which had been lowered before 
the block failure was noticed at Speke 
Junction. The passenger engine received 
extensive damage but the coaches not 
much. The derailed wagons and brake 
van were not on the whole badly damaged, 
except the one which lost the pair of 
wheels. The faulty wagon which caused 
derailment was not itself derailed, and was 
intact except for the loss of the cylinder 
assembly. It had been built in 1951 and 
would normally have been due for over- 
haul in another six months after three 
years’ service. The assembly had suffered 
external damage to the casing after it had 
fallen, but the cylinder casting and piston 
were undamaged. Both trunnions had 
broken off at the base; one was found 
some days later. 


Inspecting Officer’s Conclusions 

Incorrect machining of a non-standard 
type trunnion created conditions in which 
a flaw, which could not have been seen 
during normal running examinations, 
developed and caused it to break. No 
signalman was in any way to blame and 
the freight train guard did all he could to 
stop the passenger train, while protection 
was adequately carried out in both direc- 
tions after the collision. 


Remarks 

Similar failures in this type of trunnion 
were brought to the notice of the then 
Railway Executive in January, 1952. It 
was decided that the deep dimple design 
was unsatisfactory and must be changed 
and noticed that the manufacturers had 
altered the stamping process at the end of 
1951 to provide a shallow dimple, though 
the external appearance of the trunnion 
when fixed to the casing was not notice- 
ably altered. This modified design was 
considered satisfactory and it became 
necessary to devise a test to distinguish 
between it and the weak “deep dimple ” 
type. It was assumed that about 20,000 
wagons built before 1951 had _ been 
equipped with cylinder assemblies having 
unsatisfactory trunnions and that 15,000 
of the wagons built in the 1951-1952 pro- 
gramme might have been. _ Instructions 
were issued for all with dimpled trunnions 
to be tested and unsatisfactory ones 
changed. This involved drilling a hole in 
the core and the check was therefore 
slower than if a visual method had been 
possible. At the time of the accident 
about half the number of faulty assemblies 
had been replaced. 

After the accident, the first on a passen- 
ger line from this cause, the British Trans- 
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port Commission distributed lists of indi- 
vidual numbers of wagons built in the 
1951 and 1952 programmes to facilitate 
identification. It is anticipated that vir- 
tually all these will have been checked 
within the next 12 months while the check- 
ing of the 20,000 mentioned, of which 
individual numbers are not known, should 
also be completed, as all will be returned 
to railway shops for periodical overhaul 
before then. 

Special attention had been given to 
passenger vehicles and the check of those 
built during 1951 and early 1952 is now 
virtually complete. The checking of all 
others suspected was to be finished by 
October, 1954. 

The incorrect manufacture was regret- 
table; in particular the machining of the 
trunnions at the base to an angle instead 
of to a radius was unsound practice which 
ought not to have been passed in the 
manufacturer’s workshop. It has long 
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been the practice on railways not to inspect 
parts such as this, which do not require 
fine machining, for dimensions, in view of 
the generally high standards of the manu- 
facturers, who have a long record of excel- 
lent work. A working check on dimen- 
sions is of course maintained in railway 
workshops where significant variations are 
generally quickly noted during fitting, and 
reported. In this case the lack of radius 
did not affect the fitting of the vacuum 
cylinder assembly in the brackets, and its 
significance as a cause of weakness was 
not appreciated. 

Colonel Reed was informed that there 
are adequate clauses in the contracts for 
railway supplies to deter manufacturers 
from making mistakes, and that in this 
instance. the trunnions are being replaced 
at the contractor’s expense. No doubt 
this will result generally in focusing 
attention in manufacturers’ workshops on 
close adherence to specifications. 








Birmingham Small Arms Co. Ltd. 


Sir Bernard Docker on taxation burden 


The 93rd annual general meeting of the 
Birmingham Small Arms Co. Ltd. was held 
on December 10 at Small Heath, Birming- 
ham. Sir Bernard D. F. Docker, K.B.E., 
Chairman & Managing Director, in the 
course of his speech, said: The accounts 
mark a notable stage in the history of the 
growth of B.S.A. The considerably 
increased trading profit is largely the result 
of the policy not only now but in the past 
of carefully husbanding our resources for 
the future benefit of stockholders and all 
concerned. In the past year manufacturing 
turnover has passed the previous year’s high 
figure, and export sales continue to form a 
substantial proportion of the total. The 
total profit from all sources, before taxa- 
tion, is approximately £963,000 higher than 
in the previous year. 

Although excess profits levy has operated 
for only five months in the financial year, 
it has claimed £155,000, and the total taxa- 
tion of £1,937,269 is three-fifths of the year’s 
profits. The folly of denuding businesses of 
liquid capital, and handicapping them in 
a way that overseas competitors are not 
handicapped, is strangely at variance with 
the country’s needs, and fails to put in the 
first place the health of its industries. 

The total net profit from all sources 
amounted to £1,428,688. The addition of 
the balance brought forward from the pre- 
vious year, £1,143,261, gives a total avail- 
able for allocation of £2,571,949. It is 
recommended that the general reserve be 
raised to £1,000,000, and that the reserve for 
replacement of fixed assets be increased by 
£150,000. Continuing the policy adopted by 
the board during the past few years of 
raising the dividend on the ordinary stock 
on a scale which does not impair the 
strength of the company nor conservation 
of cash, it is proposed that the dividend be 
raised to 174 per cent, less tax. 


Trading Conditions 


It is a healthy and welcome sign that 
competition is increasing. Every company 
must now look to its capacity to compete. 
In the B.S.A. group there are no mono- 
polies. We depend, and we shall depend 
more and more, on our efficiency and on 
our ability to introduce new methods of 
manufacture and new plant, on the readi- 
ness of our employees to make the maxi- 
mum use of that plant, and on determined 


selling. There is no department of busi- 
ness, manufacturing, selling or administra- 
tion, in which less than the maximum effort 
and competence will suffice. Alongside 
those efforts must go much greater economy 
in national and local government. Every- 
thing possible must be done, and the matter 
is urgent, to reduce the fantastic burden of 
taxation. When three-fifths of the profits of 
a company like B.S.A., which is only one of 
the numerous Companies which, by exports, 
help to sustain this country’s economy, are 
taken in taxation, with inevitable results on 
capital replacement and other new projects, 
the warning is plain for all to see. 

The frustrating effect on individuals, of 
high personal taxation and purchase tax, 
and the direct relation of excessive taxa- 
tion to recurring wage demands, are 
seriously harmful features of our economy. 
The Chancellor’s vision of a doubled stan- 
dard of living in a quarter of a century may, 
perhaps, be measured by his and his Con- 
servative successors’ attitude to expenditure 
and taxation. 

The Chairman then reviewed the activi- 
ties and achievements of the group. 

The report was adopted and at the sub- 
sequent extraordinary general meeting the 
board’s_ capitalisation proposals were 
approved. 








IRON & STEEL Prices.—The Iron & Steel 
Board has determined new maximum prices 
for iron and steel products. These have 
applied since December 6. This step follows 
the general review of prices which the 
Board has conducted this year and which 
led to interim price adjustments for some 
items in March and May. In principle, 
prices have been determined on a basis of 
production cost, plus margins for deprecia- 
tion and profit, but the loss on imported 
steel, where this is imported by the in- 
dustry and resold at the lower prices ruling 
in the home market, is also taken into 
account. The general effect of the adjust- 
ments has been to increase iron and steel 
prices by some 3 per cent, of which 2 per 
cent was reflected in the interim changes 
and 1 per cent in the present determination. 
Some items are reduced in price and others 
are unchanged. 
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International Union of Railways 


Board meetings and General Assembly in Paris 


The Board of Management of the Inter- 
national Union of Railways (U.LC.) held 
is 38th and 39th meetings and the General 
Assembly its 12th meeting at the union’s 
headquarters in Paris on December 6-8. 
As is usual on such occasions, many Euro- 
pean railways were represented by their 
Presidents or General Managers. For the 
British Transport Commission Mr. David 
Blee, Chief of Commercial Services, depu- 
tised for Mr. F. A. Pope, Vice-President 
of the Union. 


East German Railways Membership 
The railway administration of East Ger- 
many, known officially as the Deutsche 
Reichsbahn, was accorded membership of 
each of the permanent committees, cover- 
ing respectively: passenger traffic, freight 
traffic, accounts and statistics, operating, 
technical questions, and general studies. 

The Board of Management reviewed the 
year’s work of the several committees, and 
also received the annual reports of the 
special offices set up by the Union some 
years ago at Berne, namely: the Office de 
Recherche et des Essais (O.R.E.) in 
Utrecht; the Information Centre of the 
European Railways (C.LC.E.) in Rome; 
and the Bureau of Railway Documenta- 
tion in Paris (B.D.C.). There is also the 
very much older Central Clearing House 
at Brussels (B.C.C.) and the Europ wagon 
pooling scheme based on Berne under the 
zgis of the Swiss Federal Railways. 


Colour Film Produced by Railways 


A number of delegates attended the 
premiére in the French language of the 
film jointly produced by the French, Ger- 
man, Italian, and Swiss railway adminis- 
trations, aimed at encouraging interna- 
tional tourist travel in Europe. This 
colour film is the result of much prepara- 
tory work by the railway film personnel, 


whose representatives meet annually, and 
has been produced under the egis of 
C.LC.E.; the first showing, with captions 
in German, took place at Berne in June 
at the film representatives’ meeting, but 
many improvements have been effected in 
the meantime. 

It was the privilege of Great Britain to 
propose the re-election of the French 
National Railways as the presidential ad- 
ministration, coupled with the name of 
Monsieur Louis Armand as President, an 
honour which was accepted. 

Other railway administrations repre- 
sented at the Board of Management in 
Paris, besides British Railways and the 
French National Railways, were those of 
Austria, Belgium, Czechoslovakia, Den- 
mark, the German Federal Republic 
(Western Germany), Greece, Italy, Jugo- 
slavia, the Netherlands, Poland, Spain, 
Sweden, and Switzerland. 


Delegates from Algeria, the Belgian 
Congo, Eastern Germany, Indo-China, 
Israel, Japan, Lebanon, Luxembourg, 


Morocco, Norway, Portugal, Roumania, 
Syria, Tunis, and Turkey; of the Berne- 
Loetschberg-Simplon Railway; and of the 


Cie. Internationale des Wagons-Lits, at- 
tended the meeting of the General 
Assembly. 


Certain Governmental bodies are invari- 
ably represented at this series of meetings, 
notably the R.I.V., the R.LC., and the 
Central Office at Berne, and the Economic 
Commission for Europe at Geneva, whose 
acting Director, Monsieur Maurice Le- 
maire, was for long the Chairman of the 
U.L.C. Third Committee. Such bodies as 
the O.R.E., C.L.C.E., the Union of Railway 
Medical Officers and the International 
Freight Timetable Conference send their 
accredited representatives. 

The British delegation consisted of Mr. 
David Blee; Mr. R. H. Hacker, Chairman 
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of the First Committee; Mr. C. E. R. 
Sherrington, Chairman of the Special 
Committee (Exchange of Documentation); 
and Mr. W. B. Addinall, Secretary of the 
Continental ‘Traffic Committee. 








Staff & Labour Matters 


Railway Wages 

Further developments have taken place 
in connection with the demands which the 
National Union of Railwaymen are 
making for the whole of the 15 per cent 
increase in pay which was asked for in 
July, 1953, to be conceded to railway 
conciliation staff. In talks with the Chair- 
man of the British Transport Commission 
recently the N.U.R. leaders were told that 
the Commission considered that the agree- 
ment of October 8 had settled the negotia- 
tions which started the previous Christmas, 
and if the union wished to make a new 
claim it should do so through the normal 
negotiating machinery. Following this 
meeting the N.U.R. decided to approach 
the Minister of Transport & Civil Aviation 
for assistance and a meeting was arranged 
for December 13. 

Meanwhile, on December 12, the Man- 
chester District Council of the N.U.R. 
decided to call a conference for electing a 
strike committee on January 9 for action 
in the Manchester area. The West Ham 
branch of the N.U.R. has also pledged its 
full support to the union executive “to the 
extent of a complete withdrawal of 
labour ” if the full wages claim is not met. 


Meeting with Minister 

Leaders of the N.U.R. were to have met 
the Minister of Transport & Civil Aviation, 
Mr. John Boyd-Carpenter, on the after- 
noon of December 13, but the meeting 
had to be postponed until later in the even- 
ing of the same day as Mr. Boyd-Carpenter 
was called to a Cabinet Meeting at the 
House of Commons to report to the Prime 
Minister on the situation. Later, he met 








L.M.R. Chief Regional Manager and Regional Staff Officer Joint Staff Dinner 





At the Chatham Rooms, Victoria, London, S.W.1, on December 3, showing Mr. J. W. Watkins, Chief Regional Manager, London 
Midland Region, with Mr. R. Simpson, Regional Staff Officer, on his right and Mr. E. S. Hunt, Assistant Chief Regional 


Manager, on his left. 


The dinner was attended by many retired members of the L.M.S.R. and L.M.R. staffs 
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Yeaders of the N.U.R. and the following 
agreed statement was _ subsequently 
issued:— 

“The Union deputation led by Mr. J. 
Campbell, General Secretary, informed the 
Minister that the British Transport Com- 
mission were not able to offer increased 
wages because of their financial position. 
In these circumstances the Union must 
ask for the assistance of the Government. 

“ The Minister, in his reply, said he was 
deeply concerned about the future of 
British Railways, and he believed that three 
things were needed to put the railways on a 
sound basis. They were the modernisation 
of railway equipment, greater freedom of 
charges as provided in the Transport Act, 
1953, and the re-deployment of labour. 
He recognised that these were long-term 
measures, the full benefits of which might 
not be felt for several years. The deputa- 
tion had indicated that the problem was 
that of the Commission finances during the 
interim period. 

“The deputation had also referred to 
the £124 million which accrued to the 
Government as the result of the wartime 
operation of the railways, but he regarded 
this as little more than a bookkeeping 
transaction. He could not contemplate 
anything in the nature of a subsidy. He 
could not say more than that at this stage. 
He would like to consider the points put 
forward by the deputation and to have an 
opportunity to consult his colleagues in 
the Government without delay on these 
matters. In the meantime the door to 
negotiation and arbitration was still open, 
and he urged the unions to re-open talks 
with the Commission.” 

After the meeting Mr. Campbell said he 
would report the results of the discussions 
to the union executive. 

The executive of the N.U.R. met on 
December 14 to receive the report of the 
deputation. It decided to defer further 
consideration of the matter until it heard 
again from the Minister. Mr. Boyd-Car- 
penter was one of three non-Cabinet Min- 
isters to attend a Cabinet meeting on 
December 14. 


London Transport Wages 

In support of demands for improved 
rates of pay, busmen at a number of 
London Transport garages on December 13 
operated an unofficial ban on overtime. 
The ban, which started at a comparatively 
small number of garages in the morning, 
spread to other garages during the course 
of the day. The demands, if met, would 
cost London Transport more than £5 
million a year. In an endeavour to reach 
agreement London Transport and _ the 
Transport & General Workers’ Union have 
requested the assistance of the conciliation 
department of the Ministry of Labour. 

At a meeting on December 14 of the 
Railway Negotiating Committee, the 
Associated Society of Locomotive Engi- 
neers & Firemen made application for im- 
plementation of agreements concluded with 
the British Transport Commission for 
increases of pay for all grades represented 
by that organisation. 

The representatives of London Trans- 
port called attention to the proposals sub- 
mitted for these grades by the National 
Union of Railwaymen, which differed 
materially from those now submitted by the 
A.S.L.E.F., and proposed that as in the 
case of the reply to the claim of the N.U.R. 
the London Transport Railway Wages 
Board he asked to determine the minimum 
rates and the maximum rates of the grades 
concerned. 

The meeting was adjourned until Decem- 
ber 20. 
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Parliamentary Notes 


North London Travel Facilities 


On the motion for the adjournment of 
the House of Commons on December 10, 
Mr. Ernest Davies (Enfield E.—Lab.) 
raised the question of travel facilities to 
and from the North London suburbs. He 
said that after nine years of pressure by 
local organisations, Members of Parlia- 
ment and others, no relief had been 
brought to the travelling public in the 
north and north-east London suburbs. 
There were signs that the projected new 
tube, known as route C, was at last getting 
beyond the stage of imagination. Route 
C was to run from Victoria to Green Park, 
Kings Cross, Seven Sisters, Tottenham, 
and Walthamstow, and it would be about 
10 miles long. Far more relief would be 
brought to his constituents, and others in 
the Chingford area, if electrification of the 
surface railway lines were to take place. 
For the present, his constituents must con- 
tinue to travel, either on the crowded buses, 
waiting long periods at the interchange 
between the buses and the Piccadilly Tube, 
or travel by the antiquated steam lines 
which still served the area. 


Out-Moded Railway System 

Mr. Davies said he had frequently drawn 
attention to the old-fashioned, out-moded 
nature of the system which runs from 
Liverpool Street to Enfield Town and from 
Kings Cross to Hertford and the main 
Cambridge line in the section which runs 
from Liverpool Street to Enfield Lock. 
The rolling stock and locomotives were 
ancient. The railway staff did its best in 
very difficult circumstances, but it could 
not provide a twentieth century service 
with nineteenth century equipment. There 
had been no new coaches provided for the 
last 50 years and the locomotives were 
well out of date. 

Mr. Davies went on to refer to the level 
crossings in Eastern Enfield, of which 
there were three. The Liverpool Street- 
Cambridge main line ran through the low- 
lying, flat Lea Valley. At Ponders End, 
Brimsdown, and Enfield Lock there were 
three level crossings. They carried all the 
the traffic to and from the very large 
factory area. The gates of the Brimsdown 
level crossing were closed for nearly 50 
~~ cent of the time during the working 
ay. 


Surface Line Electrification 

Mr. Hugh Molson (Joint Parliamentary 
Secretary to the Ministry of Transport & 
Civil Aviation) said that Mr. Davies had 
referred to the question whether or not it 
would be desirable to electrify the surface 
railway before building Route C. In view 
of the uncertainty of whether, and certainly 
when, the tube would be undertaken, he 
fully understood Mr. Davies’ anxiety that 
the line upon which his constituents 
depended for coming to London should be 
electrified as soon as possible. Mr. Davies 
brought a deputation to see a previous 
Minister, Mr. Alan Lennox-Boyd, on 
December 14, 1953, and the Minister under- 
took to ask the B.T.C. to reconsider the 
possibility of electrifying the surface rail- 
ways in that area before the construction 
of route C. The B.T.C. had been going 
into that mater. It was still somewhat ap- 
prehensive of what the effect would be 
upon the existing tubes in London of im- 
proving the transportation in that part of 
northern London before building the tube, 
but it was considering that at present. 

Mr. Molson said they hoped within a 
very few weeks to receive the B.T.C. pro- 
gamme of modernisation, and it would 
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then be possible for them to throw some 
light upon what its decision was. 

Referring to the level crossings, Mr. 
Molson said that for pedestrians and 
cyclists there were already bridges. He did 
not know why they were not used to a 
greater extent than they were. 

As a result of the increased expenditure 
upon roads which was announced in the 
Gracious Speech, they could now feel more 
hopeful that steps could be taken to 
improve communications in that part of 
Mr. Davies’ constituency. High priority 
would be given to improving the com- 
munications of which he had complained. 
The: Ministry was at present discussing the 
matter with the local authorities. 





Questions in Parliament 


Railway Superannuitants 

Mr. F. J. Erroll (Altrincham & Sale— 
©.) on December 8 asked the Minister of 
Transport & Civil Aviation, in view of the 
proposed pension increases recently 
announced, what steps he was taking to 
ensure proportionate increases for retired 
railway superannuitants. 

Mr. John Boyd-Carpenter, in a written 
reply, stated: This is primarily a matter for 
the B.T.C. and I am in touch with the 
Chairman on the subject. 


European Coal & Steel Community 


Sir Anthony Eden (Secretary of State for 
Foreign Affairs), replying to questions 
about the new relations between the 
European Coal & Steel Community and 
the British coal and steel industries in the 
House of Commons on December 8, stated 
that there had been discussions that week 
between the Minister of Housing & Local 
Government and Mr. D. P. Spierenberg, a 
member of the High Authority of the 
European Coal & Steel Community. A 
meeting of the Council of Ministers and 
the High Authority of the Community had 
been held concurrently in Luxembourg. 
Agreement had been reached on all the 
main points. It was hoped that agree- 
ment would be signed in London very 
soon. He would then make a full state- 
ment and the text of the agreement would 
be published as a White Paper. 


Goods Traffic Tonnage 


Mr. C. W. Black (Wimbledon—C.) asked 
the Minister of Transport & Civil Aviation 
on December 13 the estimated tonnages of 
goods moved annually by road and rail 
respectively in the United Kingdom. 

Mr. John Boyd-Carpenter, in a written 
reply, stated that about 900,000,000 tons 
were carried by road and 300,000,000 by 
rail. Ton-mileages, which were given be- 
cause of the different average lengths of 
haul, were about 19,000,000,000 by road 
and 22,000,000,000 by rail. The figures for 
road traffic were based on a sample inquiry 
made in September 1952, and rail figures 
were those of traffic’ originating. ll 
figures related to 1952 and excluded 
Northern Ireland, for which road traffic 
figures were not available. 








BRAZILIAN RAILWAY ELECTRIFICATION.—To 
accompany the expansion programme the 
Volta Redonda steel works of Brazil, 
which is imposing increasing demands on 
the Central Railway for ore transport, the 
Brazilian President has approved a plan 
for the electrification of the Barra do 
Pirai and Tres Rios line. A total of 98-3 
km. of main line and 29°4 km. of sub- 
sidiary lines will be electrified on 4,400 V. 
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Contracts & Tenders 


The British Transport Commission has 
placed an order with the Tees Side Bridge 
& Engineering Works Limited, Middles- 
brough, for 300 42-ton bogie bolster 
wagons. 


The order for 150 high-side wagons 
placed with the Metropolitan-Cammell 
Railway Carriage & Wagon Co. Ltd. has 
been increased to 200. 


Waggonfabrik Talbot, Aachen, has 
received an order for 25 wooden- and 25 
steel-bodied covered bogie wagons for the 
Nigerian Railway. They will be built to the 
design and supervision of the Crown 
Agents for Oversea Governments & 
Administrations. 


British Railways, North Eastern Region, 
have .placed an or der with Heenan & 
Froude Limited, Worcester, for an incinera- 
tor and other plant for York Carriage and 
Wagon Works. 


British Railways, Southern Region, have 
placed orders as follows:— 


C. & T. Painters Limited, London, N.W.10: 
repairs and renovations, Bromley North 
Station 

Mould & Blaydon Limited, Epsom: installa- 
tion of heating and hot water services, Redhill 
(Goods Office accommodation) 

Darlington Insulation Co. Ltd., London, 
S$.W.1: insulation of sprinkler mains, Deep- 
dene House, Dorking 

Caffin & Co. Ltd., London, W.C.2: 
sion of platforms, Deptford Station 


exten- 








Notes and News 


tsman Required.—Applications are 
invited for the post of draughtsman, with 
experience in railway points and crossings 
design, required by a firm in South Africa. 
See Official Notices on page 700. 


Assistant Civil Engineers Required.— 
Applications are invited for the posts of 
assistant civil engineers, not under 32 years 
of age, required for Consulting Engineers’ 
design office in London. See Official Notices 
on page 700. 


Vacancy for Clerk.—Applications are 
invited for the post of clerk, not over 30 
years of age, required for transport depart- 
ment, South London, experienced in rail- 
way rates and charges, and export pro- 
cedure. See Official Notices on page 700. 


Gunnersbury Station Damaged.—A minor 
tornado which struck parts of London and 
the Home Counties on December 8 tore 
away part. of the roof of Gunnersbury 
Station. This station is Southern Region 
property but served by London Midland 
Region and London Transport electric 
trains to and from Richmond. Six wait- 
ing passengers were slightly injured. Wreck- 
age blocked both up and down lines. 


Capital for Nationalised Transport.—A 
Bill was introduced in the House of 
Commons on December 14 by Mr. John 
Boyd-Carpenter, Minister of Transport & 
Civil Aviation, to authorise an increase in 
the borrowing powers of the British Trans- 
port Commission. This Bill was forecast 
in the Queen’s Speech at the opening of 
Parliament, The Commission needs addi- 


tional borrowing powers to continue its 
development programme. 


At present its 
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powers are limited to £275,000,000, of 
which some £250,000,000 has _ been 
borrowed already. 


Institute of Transport, Northern Séction.— 
At the meeting on December 10 of the 
Institute of Transport, Northern Section, 
at the Royal Station Hotel, Newcastle, two 
papers were read, namely: “ What industry 
expects from transport,’ by Mr. W. G. 
York, and “ Time,” by Mr. T. Mitchell. 
This gathering was stated in error in the 
Forthcoming Meetings column on page 644 
of our December 3 issue to be the occasion 
of the Annual Dinner and visit of the Presi- 
dent, which is not due, however, to take 
place until February 11. 


Toledo Woodhead Springs Limited.—At 
the annual general meeting of Toledo 
Woodhead Springs Limited, Mr. Frank 
Woodhead, Chairman, said that although 
profits were down by some £8,000, net 
profits were £1,354 in excess of those of 
last year, which were a record. Their trad- 
ing profit was reduced as they had to accept 
increases during the year in the cost of 
labour, material, transport, fuel and power. 
A considerable portion of the new plant 
purchased in the latter part of the financial 
year was not fully productive at the date 
of balance but the benefits should be 
apparent in the figures for next year. The 
increase in the export business forecast 
last year had been fully realised and was 
. a The company had a full order 
ook. 


Associated Engineering Holdings Limited. 
—The directors of Associated Engineering 
Holdings Limited have announced that a 
final ordinary dividend of 124 per cent, 
less tax, will be recommended for the year 
ended September 30, 1954. This will make 
a total for the year of 174 per cent, which 
is the same as for 1953. Net manufacturing 
and trading. profits, including Aeroplane & 
Motor Aluminium Castings Limited from 
January 1, 1954, were £1,336,284 
(£1,265,965). Depreciation took £315,329 
(£279,427) and taxation £573,149 (£569,762 
plus E.P.L. £49,050), leaving net profits of 
£447,806 (£367,726). Net retained profits, 
after the proposed dividends and minority 
shareholders’ interest, are £249,633, to 
which is added the unappropriated balance 
from the previous year, 102,759 
(£171,067), and provisions for taxation no 
longer required amounting to £13,042 
(£59,022). Reserves to subsidiaries take 
£175,000 (£300,000), leaving a balance 
carried forward of £190,434. 


Baghdad Trade Fair.—At the Baghdad 
Trade Fair, held from October 25-Novem- 
ber 8, over 400 British firms showed exhi- 
bits which were valued at £12,000,000. 
They included the United Steel Companies 
Limited, J. Stone & Co. (Deptford) Ltd., 
and British Thomson-Houston Limited. 
In the United Steel Group Steel 
Peech & Tozer showed wheels, tyres and 
axles. Another subsidiary, the Working- 
ton Iron & Steel Company, had on exhibi- 
tion a wide range of track equipment as 
supplied to the Iranian State Railways, 
Egyptian Republic Railways, Palestine 
Railway, East African Railways & Har- 
bours, Nigerian Railway, Sierra Leone 
Railway, Pacific Great Eastern Railway 
(Canada), and the Norwegian State Rail- 
ways. Steel sheet piling sections from the 
Appleby-Frodingham Steel Company were 
on view and a medel of a 400 h.p. diesel 
electric locomotive was shown by the 
Yorkshire Engine Co. Ltd. J. Stone & Co. 
(Deptford) Ltd. showed much railway roll- 
ing stock equipment. This included air-con- 
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ditioning equipment, mechanical refrigera- 
tion for wagons, carriage and locomotive 
lighting equipment, speed indicators and 
anti-friction white metals and bronzes. 
In addition this firm had a small working 
model electric railway which attracted 
great attention. British Thomson-Houston 
Limited showed a variety of electrical pro- 
ducts and models of diesel-electric locomo- 
tives. 


New Dual-Purpose Clyde Ship Enters 
Service.—The motor vessel Bute, the third 
of the British Railways new car ferry and 
passenger ships for the Clyde Coast 
services, took up regular service on 
the Wemyss Bay-Rothesay crossing on 
December 9, replacing her sister ship 
Cowal, which has ferried over 1,000 
vehicles between Wemyss Bay and 
Rothesay since this service was introduced 
on October 1. The Bute, built by the 
Ailsa Shipbuilding Co. Ltd., Troon, was 
launched on September 28. 


Pondicheri Railway Co. Ltd.—The report 
of the directors of the Pondicheri Railway 
Co. Ltd. for the year ended March 31, 
1954, reflects the economic conditions and 
the political disturbances in the area 
served by the railway. The net balance 
is only £167. At the time of publication 
of the report on November 25 the board 
had received no communication with 
regard to the future of the railway or the 
transfer of power in Pondicherry from the 
French Colonial Government to the 
Government of India. Working expenses 
were £6,748 (£7,503) and gross operating 
receipts £8,651 (£9,620). The annual meet- 
ing will be held in London on December 


Peruvian Corporation Limited Results.— 
The revenue of the Peruvian Corporation 
Limited from railways and steamers in the 
year ended June 30, 1954, was £3,372,868, 
compared with £3,811,759, in the previous 
year. Total revenue for the group was 
£3,561,035 (£3,909,404). Maintenance of 
way and works, Dope, renewals and 
stores, took £763,970 (£727,986) and the 
corresponding figure for locomotives, roll- 
ing stock, and steamers, was £748,111 
(£727,910). Total expenditure was 
£3,331,730 (£3,635,785). The surplus for 
the year, after adjustments of reserves, 
was £268,744 (£392,883). Taxation took 
£215,357 (£272,292), debenture service 
£261,765 (same) and interest on arrears of 
debenture interest £78,149 (£79,332). The 
total deficiency was £286,527 (£220,506). 
After additions applicable to outside 
interests the adjusted deficiency was 
£291,448 (£241,860). 


London Midland Region (London) Orches- 
tral Society Christmas Concert.—A concert 
was given by the London Midland Region 
(London) Orchestral Society (British Rail- 
ways) at Friends House, Euston Road on 
Friday, December 10. The orchestra, leader 
George Elmitt, conducted by John 
Grindley, played an interesting and varied 
programme, including “ Lustspiel ” Over- 
ture by Béla, “ Hungarian March” by 
Berlioz, arranged Winter, and selections 
from “ Bitter Sweet” and “Snow White 
and the Seven Dwarfs.” In the per- 
formance of Beethoven’s Pianoforte Con- 
certo No. 1 in C Major the very able 
soloist was Mavis Elmitt. Lilian Slater, 
contralto, included in her performance the 
well-known aria “Softly Awakes My 
Heart ” from “ Samson et Deli'a ” by Saint- 
Saéns. The Watford Ladies Choir sang 
two part songs which were the Test Pieces 
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at the St. Albans Music Festival this year 
and then led the audience in the singing 
of well-known carols to conclude a very 
enjoyable concert. 





New Line in Mongolia.—lIt is reported that 
the Chinese section of the Mongolian rail- 
way connecting Tsining on the Peking- 
Suiyuan line with a new railway built by 
the Russians from Ulan Bator, in Outer 
Mongolia, has been completed. 


New Type Train Indicator for Liverpool 
Street.—The suburban train indicator on 
Platform 1 at Liverpool Street Station, 
Eastern Region, illustrated, with a brief 
description, on page 558 of our November 
12 issue, was made by Laycock-Whitlay 
and supplied by Laycock . Engineering 
Limited, of Sheffield. 


Southern Region Continental Services at 
Christmas.—For winter sports visitors to 
Switzerland and Austria, an additional 
service will leave Victoria at 4.30 p.m., via 
Folkestone-Calais, on December 18, 20, 
23, 27 and 28. The connecting train from 
Calais will provide through services to 
Basle, Chur and Interlaken. The London- 
Paris service via Newhaven and Dieppe 
and the “Night Ferry” service will not 
operate on Christmas Day. The outwards 
service, via Southampton and Le Havre, 
will be cancelled on December 22 and 24, 
but will operate on December 23. 


Dieppe-Newhaven Service Interrupted.— 
The exceptionally bad weather in the 
Channel forced the ss. Worthing to return 
to Dieppe on December 8, as she was un- 
able to enter Newhaven. Passengers were 
taken from Dieppe to Le Havre, where they 
joined the Le Havre-Southampton route. 
A special train was provided to carry the 
extra passengers from Southampton to 
London. The ss. Arromanches did not 
sail from Dieppe for Newhaven on the 
following day. This is reported to be only 
the second time in 30 years that the service 
has had to be cancelled. 


Christmas Train Arrangements: N.E. 
Region.—There will be 387 relief trains in 
the North Eastern Region of British Rail- 
ways during the Christmas holidays. Of 
these, 185 will run from, and 202 into, the 
Region. Restaurant cars will be provided 
on 84 of the extra trains, and some others 
will have cafeteria and light refreshment 
facilities. Seat reservations may be 
made on 119 relief trains from the 
Region. Excursion trains will include 
four to football matches, one from 
Bradford and Leeds to Newcastle, 
and a race special from Newcastle to 
Sedgefield. On Christmas Day and Sunday, 
December 26, a modified Sunday service 
will be worked and on Boxing Day an 
augmented Sunday service will operate. 


Eastern Region Christmas Travel Arrange- 
ments.—The Eastern Region will run 308 
additional main line trains during the 
Christmas period. A Sunday service, with 
some adjustments, will operate on Christ- 
mas Day and on December 26; on Decem- 
ber 27, a Sunday service will generally be 
operated, but many extra trains will be 
run. Many of the additional trains will 
strengthen services between London and 
Scotland, the West Riding, Newcastle and 
principal towns in East Anglia. Advertised 
restaurant and buffet car facilities will be 
generally maintained and these facilities 
will also be available on a number of the 
additional trains. All Pullman Car services 
from and to Kings Cross will be cancelled 
on Christmas Day, and December 26 and 
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27. Additional sleeping car trains will 
run from Kings Cross to Edinburgh on 
December 22, and to Edinburgh and Aber- 
deen on December 23 and 24. 


Sales of Transport Units——The British 
Transport Commission has now issued 
Special List No. S.3 of transport units for 
sale. The list consists of 10 units, all of 
which have been offered before, and nine 
of the units include premises. Tenders 
for the unit without premises must be 
received by the B.T.C. by 10 a.m. on 
January 5, 1955 and tenders for the other 
units must arrive not later than 10 a.m. on 
January 12. 


Canadian Pacific Railway Company 
Dividends.—The directors of the Canadian 
Pacific Railway Company have declared a 
final dividend of 75 cents a share on the 
ordinary capital stock for the year 1954. 
This will be payable in Canadian Funds on 
February 28, 1955, to shareholders of 
record at 3.30 p.m. on December 30, 1954. 
A final dividend of 2 per cent was declared 
on the preference stock. This will be pay- 
able on February 1, 1955, to stockholders 
of record at 3.30 p.m. on December 31, 
1954. 


Krupp Works in Argentina.—Fried. Krupp 
A.G., Essen, is reported to be negotiating a 
contract to build a locomotive assembly 
plant in Argentina, later to be transformed 
into a manufacturing plant. Capital out- 
lay in the initial stage is said to be 
comparatively small, probably about 
£1,000,000. The proposed plant is to be 
largely financed by payments received from 
the export of Krupp steam and diesel loco- 
motives to Argentina. 


Bench Assembly and Storage Trays.— 
Much attention has been given to the 
elimination of wasteful movements in 
industrial engineering and other industries, 
especially on assembly benches, con- 
veyors, and so on. Precision Com- 
ponents (Barnet) Limited, of Barnet, has 
developed a series of bench assembly trays 
known as Kabi, which are interlocking, 
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and can be built up to any number. The 
front of the trays slope for easy handling 
of accessories and are available for use in 
straight line runs or curved versions, and 
finished in a full range of colours. Dimen- 
sions of the trays are Sin. x 4in. x 2 in. 
deep and 5 in. x 3} in. x 2}in. x 2 in. 
deep; this tray is tapered. Storage bins also 
moulded in different colours are also 
available in 7}; x 5} in. x 34 in. deep. 
An illustrated folder is available on appli- 
cation. 


English Electric Co. Ltd.—The directors of 
the English Electric Co. Ltd. announce that 
£18,300 (nominal) 4 per cent debenture 
stock 1965-85 was drawn.on December 7 
for redemption. The redemption will be 
effected at par on January 31, 1955. After 
taking the above redemption into account, 
with sundry purchases amounting to 
£30,121 stock on the market, the outstand- 
ing 4 per cent debenture stock 1965-85 of 
the company will, after January 31, 1955, 
amount to £2,772,140. 


Southern Region Christmas Travel 
Arrangements.—The Southern Region will 
run more than 240 additional main-line 
trains during the Christmas Holidays. On 
Christmas Eve there will be over 100 extra 
trains between London, the Kent and 
South Coast resorts, and the West Country. 
On Christmas Day, a special service will 
be provided on the suburban routes with 
trains at hourly intervals until the after- 
noon, and then at two hourly intervals, 
with last trains at approximately the 
normal Sunday times. On December 26, 
and Boxing Day, a _ modified Sunday 
service will operate. The “ Bournemouth 
Belle ” and the “ Brighton Belle” wiil not 
run on Christmas Day, December 26, and 
Boxing Day. 


Acrow (Engineers) Limited Results.—The 
board of Acrow (Engineers) Limited pro- 
pose a final ordinary dividend of 10 per 
cent for the year ended March 31, 1954, 
on the capital as increased by a one-for-five 
scrip issue. An interim dividend of 20 per 








Floods in Devon 





The up ‘* Cornish Riviera Express” of the Western Region running through flood 
waters at Plympton, Devon, last week 
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cent has been paid already on the old capi- 
tal. This compares with an interim divi- 
dend of 20 per cent last year, which was 
followed by a one-for-four scrip issue and 
a final dividend of 10 per cent. Consolid- 
ated trading profits for the year amounted 
to £460,139, compared with £434,869 for 
the previous year. Profits before tax, were 
£430,456 (£372,067). Net profits were 
£179,012 (£140,139). The directors state 
that the final dividend has been limited to 
10 per cent so that the extension now being 
added to the head office and the building 
of the No. 3 works at Saffron Walden may 
be financed out of revenue. 


Trade Mission to Egypt, the Sudan, and 
Ethiopia.—Mr.° Peter Thorneycroft, Presi- 
dent of the Board of Trade, recently 
announced details of the trade mission 
which is to visit Egypt, the Sudan, and 
Ethiopia next year. Sir Edward Benthall, 
Chairman, Bird & Co. Ltd., Calcutta, will 
lead the mission, whose ten other members 
will include Messrs. A. W. Berry, Director, 
British Engineers’ Association, T. A. L. 
Paton, Partner, Sir Alexander Gibb & 
Partners, and J. F. Perry, Managing 
Director, Metropolitan-Vickers Electrical 
Export Co. Ltd. 


Richard Crittall & Co. Ltd. Results.—Con- 
solidated trading profits of Richard Crittall 
& Co. Ltd. for the year ended June 30 
last amounted to £76,909, compared with 
£86,096 for the previous year. Net profits, 
after taxation, were £62,201 (£54,694). 
The dividend of 15 per cent (124 per cent) 
absorbs £28,875 (£24,062). Current assets 
amounted to £992,210 (£1,000,296), and 
current liabilities were £458,536 (£496,663). 
Bank overdrafts accounted for £70,985 
(£137,105). Since the end of the year the 
board has negotiated an unsecured 10- 
year loan of £100,000, carrying interest at 
54 per cent. The chairman states that 
the value of orders received by the com- 
pany has continued to improve and the 
forward order book is higher than at any 
time since the reconstruction. 








Forthcoming Meetings 


Until end of year—‘ Popular Carriage ” 
Exhibition (Two centuries of carriage 
design for road ard rail) in the 
Shareholders’ Meeting Room, Euston 
Station, London, N.W.1. Weekdays 
10 a.m. to 7 p.m.; Sundays 2 to 7 p.m. 

December 17 (Fri.).—Institute of Trans- 
port, Swindon Group, at the Corpora- 
tion Transport Offices, Swindon, at 
7.15 p.m. Paper on “Transport in 
industry,” by Mr. B. R. Jones. 

December 17 (Fri.).—Institute of Trans- 
port, Tees-side Section, at the 
Cleveland Scientific & Technical In- 
stitute, Middlesbrough, at 7 p.m. 
Paper on “ What is an ‘unprofitable’ 
service,” by Mr. G. J. Ponsonby. 

December 18 (Sat.).—Stephenson Locomo- 
tive Society, Leeds Centre, at the 
Y.M.C.A., Albion Place, at 6.30 p.m. 
Talk on “Locomotives past and 
future,” by Mr. P. Rosewarne. 

December 20 (Mon.).—Institute of Trans- 
port, at 80, Portland Place, London, 
W.1, at 5.45 p.m. Annual general 


meeting of corporate members. 

December 21 (Tue.).—Stephenson Loco- 
motive Society, Midland Area, at 71, 
Edmund Street, Birmingham, at 7.15 
p.m. Christmas party and social even- 
ing. 
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Railway Stock Market 


Business in. stock markets has quietened 
because of the coming Christmas holiday, 
and values, particularly in the gilt-edged 
and industrial sections, again lost some 
ground. Nevertheless, the rather low prices 
subsequently tended to attract buyers. 
British Funds have remained under the in- 
fluence of talk in some quarters of a pos- 
sible increase in the bank rate early in the 
New Year. Nevertheless, unless there is a 
further sharp reaction in the value of ster- 
ling, the chances appear to be that the bank 
rate will be kept at its present rate of three 
per cent. In that event British Funds would 
rally well. Indeed the general assumption 
is that stock markets generally are likely 
to move higher early next month. This 
is based on the expectations that important 
financial results will confirm anticipations 
of increased profits and dividends. It is 
possible that best dividend expectations may 
be exceeded in some instances, bearing in 
mind that E.P.L. which bore heavily on 
profits of enterprising and progressive com- 
panies, will no longer be a factor as this 
tax has been abolished. Financial results 
for 1954 in many cases will be the first to 
reflect the end of E.P.L. 

Bearing in mind the prevailing trend of 
the markets, it is not surprising there has 
been little activity in overseas and foreign 
rails. Canadian Pacifics were, however, an 
active feature on talk of higher dividend 
possibilities, and at $554 rallied after an 
earlier reaction, but a week ago they were 
changing hands at the slightly higher level 
of $553. Canadian Pacific 4 per cent pre- 
ference stock at £744 and the 4 per cent 
debentures at £88}, were below prices 
ruling a week ago. Elsewhere, White Pass 
receded from $36} to $354. 

Midland of Western Australia remained 
around 224, while Nyasaland Railways 34 
per cent debentures were unchanged at 794 
with the shares at 6s. 3d. 

Among foreign rails, selling of Dorada 
ordinary stock put the price down further 
from 74 to 72. Moreover, after their recent 
activity and strength, Antofagasta stocks 
encountered profit-taking, particularly the 
preference, which at 544, compared with 
573 a week ago. Moreover, the ordinary 
stock eased from 114 to 104. On the other 
hand, the 5 per cent (Bolivia) debentures 
remained active, changing hands around 76, 
though at the end of last week business up 
to 78 was reported. 

Chilian Northern 5 per cent first deben- 
tures continued to attract buyers, business 
around 32 being recorded, while Guayaquil 
& Quito first bonds were in favour with 
business up to 604. Brazil Railway bonds 
marked 73. while in other directions, Taltal 
shares transferred at 14s. 3d. and Nitrate 
Rails shares at 18s. 9d. San Paulo units 
remained at 3s. 3d. Mexican Central “ A” 
debentures have been maintained at 73. 
United of Havana second income and con- 
solidated stocks kept at 26 and 54 respec- 
tively. Among home stocks, Central Lon- 
don Guaranteed changed hands around 83 
and Metropolitan Assented around 44, 

There has again been a good deal of 
activity among shares of locomotive buil- 
ders and engineers, but best levels have not 
been held, which is perhaps not surprising, 
bearing in mind the general trend in stock 
markets. Nevertheless, if predictions of a 
rally in markets in the New Year are borne 
out it would not be surprising if shares of 
locomotive builders and engineers attract a 
good deal more attention. Yields in most 
cases are quite attractive, and on present 
indications those who are prepared to take 
more than a short view may benefit from 
improved dividends. 

Comparison with a week ago shows that 
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Beyer Peacock have come back from 
49s. 3d. to 48s. 3d., while Charles Roberts 
5s. shares remained at 9s. 9d. Hurst Nelson 
at 39s, 3d. were the same as a week ago, and 
Birmingham Carriage remained active and 
at 35s. 103d. fully held their recent rise. 
Vulcan Foundry at 31s. 9d. eased 3d., North 
British Locomotive (19s. 14d.) were well 
maintained, and Gloucester Wagon 10s. 
shares after easing, rallied to 18s. 6d. 
Wagon Repairs 5s. shares were 17s., com- 
pared with 17s. 44d. a week ago. 

Elsewhere, engineering and_ kindred 
shares were mostly slightly lower, but 
B.S.A. showed firmness at 72s. 3d. under 
the influence of the good impression 
created by Sir Bernard Docker’s speech at 
the annual meeting. It may be decided next 
year to start payment of an interim divi- 
dend. Vickers did not keep best prices, 
but have been active around 37s. Babcock 
& Wilcox eased to 69s. 6d. Tube Invest- 
ments at 80s. 3d. held their rise and re- 
mained active on the view that a higher 
dividend may be in prospect next year. 
Steel shares showed small irregular move- 
ments. The next offer of steel shares due 
early in the new year is expected to be Col- 
villes. If, as is hoped, United Steel Com- 
panies raise their dividend from 9 per cent 
to 10 per cent, steel shares generally may 
receive increased attention. 








OFFICIAL NOTICES 


The engagement of persons answering Situations 
Vacant advertisements must be made through a 
Local Office of the Ministry of Labour or a 
Scheduled Employment Agency if the applicant is a 
man aged 18-64 inclusive or a woman aged 18-59 
inclusive unless he or she, or the employment, is 
excepted from the provisions of the Notification of 
Vacancies Order, 1952. 


CLERK required for Transport Department, South 

London, experienced in railway rates and 
charges and export procedure. Good geographical 
knowledge essential. Age up to 30 years. Box 443, 
ou, eed Gazette, 33, Tothill Street, London, 


DPD RAUGHTSMAN required with experience in Rail- 

way Points and Crossings design by old estab- 
lished firm in SOUTH AFRICA. Must be capable 
of preparing working drawings for production of 
various types of permanent way. Medical and 
Provident Fund Scheme. Permanent position for 
suitable applicant. Write stating age and experience 
to Box R.G. 643, c/o 191, Gresham House, E.C.2. 





ASSISTANT CIVIL ENGINEERS wanted _ for 

Consulting Engineers’ design office in London. 
Age not less than 32. Applicants should be Chartered 
Civil Engineers or at least have passed or be exempt 
from Parts I and II of the A.M.LC.E. examination. 
They must be good draughtsmen with “ railway way 
and works’ experience. Apply by letter stating 
name of paper with full particulars of age, qualifica- 
tions and experience to Rendel, Palmer & Tritton, 
125, Victoria Street, London, S.W.1. 





DESIGNING DRAUGHTSMAN, GRADE_ IIA 
(DRAWING OFFICE), required by the EAST 
AFRICAN RAILWAYS & HARBOURS ADMINIS- 
TRATION for one tour of 40/48 months with pros- 
pect of permanency. Salary scale (including tem- 
porary allowance of 35 per cent of salary) £958 rising 
to £1,012 a year. Free quarters or an allowance in 
lieu. Outfit allowance £30. Free passages. Liberal 
leave on full salary. Candidates must have served 
a full apprenticeship with a British Railways Mech- 
anical Department or a Locomotive Builder followed 
by at least seven years’ experience on design 
Locomotives and their components. Write to the 
Crown Agents, 4, Millbank, London, S.W.1. State 
age, name in block letters, full qualifications and 
experience and quote M2C/30649/RA. 
"THE Proprietors of Patent No. 645669 for 
** Straightening Rails and Rollers therefor ’’ de- 
sire to secure commercial exploitation by Licence or 
otherwise in the United Kingdom. Replies to 
Haseltine Lake & Co., 28, Southampton Buildings, 
Chancery Lane, London, W.C.2. 





RAILWAY MATERIAL. Plain Sleepers, Chaired 

Sleepers. Rails of all ctions. ossing 
Timbers. We undertake the supply and laying of 
all classes of siding installations.—The Railroad 
Plant Supplies Co. Ltd., 13 Waterloo Road, Wol- 
verhampton. Telephone No. Wolverhampton 23617. 





B OUND VOLUMES.—We can arrange for readers’ 

copies to be bound in full cloth at a charge 
of 25s. per volume, post free. Send your copies to 
the SUBSCRIPTION DEPARTMENT, Tothill Press, Limited, 
33, Tothill Street, London, S.W.1. 











